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INTRODUCTION 
 
 
In 2015, at the 4th World Bicycle Forum1 held in Medellín, a delegation of Chilean social 
movements succeeded in bringing the 2016 edition to Santiago using the motto ‘Human energy, 
citizen power’. The delegation was organised by #MueveteSTGO, a recent platform aiming at the 
cooperation of Santiago’s movements for human-powered transportation and friendlier public 
space. It is not that strange that Santiago was chosen as the next seed for the international 
event, as the city has quickly grown into the most cycled large city of Latin America, with a 
yearly increase of 20% and a 7% modal share in 2012 (Plataforma Urbana, 2012; Del Campo, 
2013). 
 
Social movements have been key actors in the fast and substantial growth for cycling in 
Santiago. Their role began in the late 90s, when the Movimiento Furiosos Ciclistas started the 
Cicletada. These monthly protest rides started small, uniting some 100 cyclists around the year 
2000, but have grown increasingly fast to a number of 8000 monthly participants in 2015, an 
amount of cyclists that takes about 20 minutes to pass an intersection. Similar to a form of social 
protest called Critical Mass, born in San Francisco in 1992, cyclists join together to cycle as one 
mass that forces other traffic to wait for its passing. With time Santiago’s cicletada has become 
one of the largest Critical Mass events of the world, while also having been accepted by 
Santiago’s Regional Government as ‘heritage of the city of Santiago’. 
 
As the first movement in Santiago to promote cycling, the Movimiento Furiosos Ciclistas reacted 
to problems that are common to many large cities around the world, and which are especially 
pronounced in Santiago: traffic congestion, pollution, car-centric infrastructure, urban sprawl, 
and exercise-related health problems. Transport is a key issue for both Santiago’s citizens as its 
government. Besides changing public space and reproducing inequalities, the city’s transport 
sector is also the largest contributor to Santiago’s pollution problems, while the growing 
number of cars has led to a highly problematic degree of traffic congestion. As these conditions 
worsened more people found their way to the monthly cicletadas and other events organised by 
the Movimiento Furiosos Ciclistas. Meanwhile, more movements advocating cycling as a solution 
to these problems started to form. They see cycling as a solution that should contribute to a 
return of a city on a human scale, contributing also to health and the level of interaction of 
people with each other and their city (MueveteSTGO, 2013). 
 
The following work investigates the Movimiento Furiosos Ciclistas (MFC) and its effects on 
Chilean culture and politics regarding transport, public space, and the bicycle —using primarily 
the concept of the right to the city as a critical approach to the effects of urbanisation under 
capitalism on societies and its cities (Lefebvre, 1996[1967]). The applicability of Lefebvre’s 
right to the city as a citizen’s demand for inclusion to their city and a greater control over its 
space is tested on the Movimiento Furiosos Ciclistas in Santiago in the period spanning its 
emergence in 1994 up to the present year of 2015. 
 
In the modern city described by Lefebvre space is planned technocratically, according to rules of 
exchange-value. As a consequence the use-value of the city’s space for its citizens deteriorates, 
which in turn causes dispersion and segregation within cities. The right to the city is Lefebvre’s 
answer to these developments, proposing a right for citizens to demand inclusion to their city 
                                                          
1 The world’s largest cycling conference. 
4 
 
and take a greater part in shaping the city’s space. Considering the recent revival of the right of 
the city as a critique and form of citizen-action against a neoliberal governance of space it will 
be useful to test this concept and its suggested potential on the concrete case of a social 
movement in the city of Santiago. To help explain how demanding a right to the city can change 
both politics and culture in a city the theory of political culture will be used (Álvarez et al., 
1998). Additionally recent theorists of the right to the city stress its potential to unite and 
strengthen movements, to test this relation of the MFC to other movements a model by Sagaris 
to analyse an ecology of movements —based on Putnam’s social capital— is used. 
 
The aims of this study are then: to analyse the history, actions, and the organisation of the 
Movimiento Furiosos Ciclistas as a response to problems of Santiago’s urbanisation; as well as 
the movement’s success in making such a demand and the obstacles that hinder; and finally to 
assess the movement’s relation, in light of the right to the city, to movements making a similar 
demand in Santiago. 
 
Answers will be sought to the following questions. Firstly, to what extent can the history, 
actions, and organisation of the MFC be explained with the concept of the right to the city? 
Secondly, what are the successes and obstacles to the movement in making such a demand of a 
right to the city? And finally, how does the MFC’s attempt to demand a right to the city relate to 
those of other cycling related movements in Santiago? 
 
In order to answer these questions field work was done over a period of eleven weeks, in 
Santiago, Chile. Semi-structured interviews were held with two active insiders of the MFC, two 
ex-members, two government planners, an urban-development expert from Santiago, and 
representatives from three other movements. An online-survey was held among participants of 
the movement’s monthly cicletada rides, advertised at the ride and on the movement’s 
Facebook page. And additionally participative investigation was used at two of the protest rides, 
three of its assemblies, a seminar on sustainable transport with government and movement 
actors, and a roundtable meeting with the transport ministry and pro-cycling movements. 
 
The hypothesis posed is that especially the Movimiento Furiosos Ciclistas’ temporary 
occupations through protest rides, as well as their goals for a more ciclo-inclusive city, fit into a 
demand of the right to the city being made for cyclist to be included in the city and improve its 
space, and finally that the various social movements, through bringing together bonding and 
bridging social capital and by their similar demand for a right to the city, will show a high 
degree of cooperation to gain a greater degree of control over the space of their city. 
 
To test this hypothesis, the first chapter will give a theoretical overview of the relations 
between urbanisation, transport, and quality of life; followed by an explanation of Lefebvre’s 
writings on social life, urbanisation, and the right to the city; then an outline of contemporary 
writers on the right to the city; and finally, an explanation of the right’s relation to (new) social 
movements and Sagaris’ model for an ecology of social movements. The second chapter will 
provide context by describing Santiago’s process of urbanisation, the city’s issues related to 
urban transport, and the emergence of the bicycle as a ‘new’ transport alternative. Ultimately, 
the third chapter consists of three parts. The first will analyse the history and the activities of 
the Movimiento Furiosos Ciclistas using interviews from group leaders and an early participant 
of the cicletada rides. For the second part, interviews with two current leaders will be used, as 
well as a survey held amongst cicletada participants to assess the relation between these two 
parts of the movement, and the effect of this relation on the goal of successfully demanding a 
right to the city. Finally, the ultimate part will use Sagaris’ model to analyse the whole of cycling-
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related social movements operating in Santiago, using interviews with two government 
planners, with representatives from three other movements, and interviews with three Furiosos 
Ciclistas insiders. 
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Chapter 1 
 
URBAN TRANSPORT AND THE RIGHT TO THE CITY 
 
 
 
1.1 Urbanisation and transport 
 
1.1.1 Urban sprawl and transport 
The ever larger conglomerations of people in cities under urbanisation also produces the need 
to transport these people to and from the city, as well as to the places of interest within the city. 
Poumanyvong, Kaneko and Dhakal (2012) have done a worldwide comparison of urbanisation 
and road energy use. Firstly they found that population size, income per capita, and the share of 
services in GDP, not surprisingly, contribute to a higher road energy use. Upon controlling for 
these factors, however, their results showed that a 1% increase in urbanisation (measured as 
the increase of population living in urban areas) increased road energy use by 0.81% in low 
income countries, 0.37% in medium, and 1.33% in high income countries. They conclude that to 
lessen the effects of urbanisation on road energy use two worrying externalities of urbanisation 
have to be tackled: urban sprawl and automobile-dependency. 
 
In his work on the cities of today Escudero (2006) acknowledges the phenomenon that many 
modern cities are growing at a much faster pace physically than their demographics are, 
creating urban sprawl. Mike Davis (1992) describes the sprawling city as having residential 
areas as far as the eye might see, from where the citizen’s mobility gets hyperextended. As the 
distances between the various peripheries and the city centre become so large, and highways 
are built to connect these areas, a king of the city is being created in the form of the car (Davis, 
1992). In his more recent work on slums around the world Davis laments the spatial explosion 
of cities in black Africa and Latin America. Huge peri-urban slums have appeared in cities like 
Lima, Mexico and Bogotá, lying about 30 to 45 kilometres from the city centre (Davis, 2006). So 
in various ways cities are losing their cohesiveness and clear delimitation from their 
surroundings. They are no longer simple structures with a centre and a suburban area 
surrounded by countryside. Instead many modern cities consist of irregular patterns of higher 
and lower intensity urbanisation; blurring the lines between the city and neighbouring villages, 
towns, and even other cities. These new forms also bring a new vocabulary such as 
“conurbation, metropolitan area, megalopolis, urban region” (Escudero, 2006: 118). 
 
According to Escudero (2006) these developments are catalysed by modern means of 
communication and transportation. Train- and tramlines, but mostly motorways and roads have 
helped construct our modern world. At the same time cars, buses, and trains have become an 
essential part of our lives; the process works both ways. Edwards (2003) names transport as 
one of the key infrastructures that have built modernity. In his view infrastructures are systems 
controlling the space amongst which people live their lives, systems that give control over the 
natural environment, but also require knowledge, organisational control, and general 
acceptance. From this follows that controlling infrastructure is an expression of power. 
Transport infrastructure especially consists of choices: where roads or trains are built tells 
people where they can go, but also where they cannot go. Constraints like these are also visible 
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in other infrastructures. Edwards mentions how electricity, telephone and communication open 
up a lot of possibilities and information, but also capture citizens in a system of advertising and 
corporate and governmental regulation (Edwards, 2003: 191). The recent pervasiveness of 
internet would also make an interesting case, as it is freer in its boundlessness of information, 
but also involves marketing and monitoring the user’s information. 
 
The relation between the infrastructure of transportation and the expansion of cities is not a 
recent phenomenon. The explosion of cities during the industrial revolution was already aided 
by new forms of transport. The insurmountable distances that have been created within urban 
areas in the last century however, have created a world that is not only made possible by 
automobiles, but is dependent on them (Escudero, 2006). As Ladd explains this dependence 
goes beyond spatial design. The spread of the car around the world, to urban as well as rural 
areas, has created as powerful automobile industry, as well as an oil industry and other 
dependant ones. On a social level we find the cultural integration of cars, our behavioural 
dependency on them and people’s emotional ties to their vehicles (Ladd, 2008). Sheller and 
Urry describe the car as the second most important consumption good in terms of providing 
status in most of the world. It is so ingrained in consumer societies because of its successful 
connection with sign-values such as freedom, family, masculinity, home, and career success 
(Sheller & Urry, 2000: 738). 
 
These factors help explain how despite negative externalities on global and local levels such as 
climate change, the oil crisis, air pollution and traffic congestion the car remains the master of 
cities and transportation (Ladd, 2008). Edwards sees these negative externalities of transport 
and other infrastructures on nature as systemic vulnerabilities of modernity. This vulnerability 
comes from infrastructures such as oil, energy and transport being dependent on nature, while 
also exhausting resources and carrying risks of natural catastrophe (Edwards, 2006: 195-196). 
 
 
1.1.2 Transportation and the quality of urban life 
This does not mean, however, that changing a cities pattern from sprawl to denser housing is a 
guaranteed solution to traffic problems and congestion. In an extensive research using multiple 
regression models Sarzynski and her colleagues show that, when taken apart, increasing 
housing centrality actually increases delay per capita, while a lower house-to-work distance 
decreases it (Sarzynski et al., 2006).This makes sense as it means that having citizens live closer 
together increases the amount of people that have to be transported, but the distances they 
need to be transported can get smaller at the same time, as they may live closer to their 
destinations. This tells us that smart transport solutions are needed to make sure a denser city 
does not increase congestion and pollution. 
 
Not only do urban form and transport infrastructure affect the shape, travel times, and air 
quality of cities, but they also influence the quality of the space in a city and the way people 
interact with it. Edwards explains, that in our modern societies we live precariously on the 
balancing scale of the various infrastructures that both help us use natural resources and 
achieve many goals, but they also constrain us, shape our environment, and “wall of modern 
lives from nature” (Edwards, 2006: 221). This rings even more true for cities, where more 
infrastructures are packed together to serve the vast amounts of citizens, and nature is further 
away, although its resources ―necessary to power or create infrastructures― are not. Transport 
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infrastructure for the flow of private vehicles takes up a lot of space. That space with its own 
rules and its high speeds is inaccessible to pedestrians, and does not provide for public 
interaction; it creates public space that is not really part of the public sphere (Habermas, 1992: 
157-159). While mobility is a democratic necessity, the dedication of large amounts of urban 
public space to this purpose creates space that makes it hard to connect with a city; space that 
lacks natural and social aspects (Sennet, 1977: 14; Sheller & Urry, 2000: 741-744). On the one 
hand the car provides for luxury and flexibility, going and leaving a place at whatever time one 
would like, to travel to further destinations and along any chosen route. On the other hand the 
car has been largely responsible for creating the long distances between destinations and the 
very heterogeneous social patterns for which one needs a car. The modern city based on 
‘automobility’ has eroded social meeting places and normalised great distances between people, 
businesses, leisure, and nature, while making various places accessible only to those people who 
have a car (Sheller & Urry, 2000: 744). 
 
It should come as no surprise that a disperse, sprawling, urban development often emphasises 
social segregation: as distances between the various residential areas become larger, the 
distances between higher and lower income areas also become larger (Escudero, 2006: 128). 
These greater distances also allow for greater differences between the physical spaces in which 
the more and less privileged citizens live, as those with greater financial means can afford to live 
in areas with better air quality, more services and amenities, more green space, and closer to 
places of interest (Angotti, 1996;Davis, 2006; Escudero, 2006). 
 
The issue of transportation also plays an important role regarding segregation. On the one hand 
there are rich communities that close themselves off with private highways to block out danger 
and other social classes (Borsdorf & Hidalgo, 2008). On the other hand there are those who do 
not have the means to access any of this car-based infrastructure. Edwards observes that people 
that deliberately choose to live without such important infrastructures as electricity or the car 
are seen by society as strange or eccentric, un-modern people (Edwards, 2003: 190). However, 
there are still many people living in modernity who cannot afford to own a car. Those urban 
poor are cut off from the locations that are only accessible by car ―and in that way also from 
many jobs― as they are dependent on public transport that is often seen and treated as 
secondary (Sheller & Urry, 2000: 749). 
 
 
1.2 Henri Lefebvre’s right to the city 
 
1.2.1 Henri Lefebvre and everyday life 
The French philosopher and sociologist Henri Lefebvre introduced the idea of the right to the 
city in the sixties, as a reaction to these kind of problems that modern, liberal urbanisation 
produced in the city. While Lefebvre had written on the city before, ‘le droit à la vile’ was his 
first major work on the urban context (Kofman & Lebas, 1996: 6). The work can be seen, 
however, as building upon his earlier work ‘The Critique of Everyday Life’ which was highly 
influential in French philosophical and social thought, and which Lefebvre himself considered to 
be his major contribution to Marxism (ibid.: 7). 
 
In The Critique of Everyday Life, a highly dialectical work, alienation plays a very important 
role. Various developments in human society are attributed, by Lefebvre, to creating 
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contradictions that cause alienation within humanity. The increasing importance of private 
consciousness in society allows for progress in areas like thought and personal development, 
while also diminishing the importance of the social, increasing self-importance and loneliness 
(Lefebvre, 1991 [1958]: 149-150). The increasing importance of money increases the desire for 
wealth and possessions, while other human, everyday needs such as freedom, sociability, and 
clean air lose their value, or are sacrificed by the poor in order to obtain necessities (ibid.: 161-
162). Similarly, modern society professes freedom as its most noble aspect, while at the same 
time this individual freedom may prevent people from helping their fellow man in order not to 
encroach upon his freedom, secondly the idea of freedom may be misused to skilfully find legal 
ways of cheating other people or laws for maximum personal benefit, and thirdly the poorest 
people find themselves dividing all their time to pure necessity, turning possible sources of 
enjoyment into mindlessness or impossibilities (171-174). These contradictions show how man 
in creating his place in the world, in building his own world, is also “absorbing human reality”, is 
fostering alienation through these negative side effects. That is why man has to be very 
conscious of what kind of world his abstract creations forge (169-170). 
 
While this work on everyday life was based in part on rural sociology and a great appreciation 
for peasant communities and their everyday lives, Lefebvre then turned much of his attention to 
urban sociology and space. In the right to the city, however, the notion of everyday life remained 
very important. On the one hand everyday humanity becomes more present in the social and 
cultural density of the city, but so do its alienating counterparts become more present in the 
abstract and technical expansion of the city (Lefebvre, 1996 [1967]: 105). In the terms of 
Edwards (2003) the urban citizen lives within a dense networks of various social and technical 
infrastructures, which for Lefebvre are the basis for alienation in blurring the ‘real’ and the 
‘unreal’, the ‘abstract’ and the ‘everyday’ (Lefebvre, 1991 [1958]: 169-170). 
 
 
1.2.2 The city and the urban 
This expansion of the city is the basis of the book on the right to the city. Lefebvre situates the 
beginning of this significant expansion, and with it the truly complex urban problems, at the 
time of industrialisation. He adds that the most beautiful oeuvres within cities predate 
industrialisation, drawing a contrast between the compact medieval cities and the more 
schematic, wide post-industrial city areas. While the medieval city was also marked by 
inequality and a large concentration of wealth, the elites of that city spent a lot of their money 
on the city itself. With industrialisation urban society has shifted from being oppressive to being 
exploitative, resulting in space that serves ‘exchange value’ instead of ‘use value’, which in turn 
has resulted in the “generalization of commodities” and a loss of both public creativity and 
festivity; a loss of the city as an oeuvre (Lefebvre, 1996[1967]: 65-67). The needs of production 
create new cities that are crafted by the rules of efficiency for production and consumption, but 
this logic also encroaches upon old cities (ibid.: 70). This logic is bound to a faith in technology. 
It takes over from the idea of a city built for and by its citizens and creates a model optimised for 
communication networks and car-based infrastructure, a technocratic ideal. This bureaucratic 
rational planning may be accompanied by two other types of planners. The second kind of 
planner are they that plan for the market and according to a market logic, planning an attractive 
whole of living, recreation, and consumption; proposing a set model for happiness that allows 
for little improvisation. The last type consists of well-intentioned architects who are in danger 
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of trying to build “on a human scale” for an outdated concept of humanity which has changed 
through the world it has built (ibid.: 83-85, 98). 
 
According to Kofman and Lebas (1996) two major (intended) contradictions lie at the basis of 
Lefebvre’s the Right to the city. Lefebvre describes simultaneity as the basis of urban form, and 
the social and communicational capacity of the city allows for the construction of the city as an 
oeuvre crafted by its citizens within this simultaneity. This capacity of bringing together people 
and events has become greater and greater with more modern infrastructures of 
communication and transport (Edwards, 2003). At the same time, however, dispersion has also 
increased. Within the fast and modern city “division of labour, social segregation, and material 
and spiritual separations are pushed to the extreme”. This contradiction leads to the second 
one, namely that the city (as an oeuvre) is being destroyed, while at the same time the urban is 
growing and intensifying (Kofman & lebas, 1996: 19). 
 
Lefebvre mentions two import elements of this growth of the urban. The first being the growth 
of cities into huge conglomerations of people; creating huge demands on infrastructure and an 
often causing even larger physical growth based on speculation (urban sprawl). In Western-
Europe Lefebvre already saw the emergence of one big interconnected megalopolis. The second 
element is the emergence of a global urban culture, a homogenisation that has rural culture 
turning into ‘folklore’ (Lefebvre, 1996[1967]: 71-72). In poorer areas such as Latin America this 
emptying out of the rural population and culture happened under pressures of the global 
agricultural market; creating cities of limited work and industrialisation, resulting in the masses 
of slums and poverty that Davis (2006) described. Urban areas do vary in their centre-periphery 
development, while in some cities like Paris and New York the elite remain building a high 
quality of life there other centres are abandoned to business or poverty (Lefebvre, 1996[1967]: 
71). 
 
 
1.2.3 The right itself 
Still, the need for simultaneity lies at the base of this expansion of the urban and, within the 
growing context of exchange value, use-value cannot be entirely blotted out. Citizens will 
continue to create use value in streets, at monuments, and other places of encounter (ibid.: 129). 
It is from this belief ―in the social, the everyday, and in use value― that Lefebvre builds his 
concept of the Right to the City. Both “a cry and a demand”, he sees it as a right to be fought for 
by the working class, as most of the elite no longer even inhabits, but moves around the world 
from one hotel to the next (158-159). The right itself then is framed as a right “to the oeuvre”; a 
right of both participation and appropriation (174). It is not comparable to a right such as the 
right to nature, where the urban expands to create tourism outside the city, and transform rural 
culture. It also goes beyond a right of visiting the city, nor is it a right to go back to the old 
medieval city. It is a right to freedom, to create a new centrality, to create places of encounter 
and exchange based on use value and taking more control of “the life rhythms and time use”, to 
have more control over “the economic”, the social, and the personal (179). 
 
Both art and science play an important role in creating this new society. For Lefebvre, the future 
of art is urban, because ‘urbanity’ is also the future of man. More than just “prettifying the city” 
art can help to suggest and facilitate ways of appropriating space (173). A “science of the city” is 
necessary to clarify the relations within urban life, which will facilitate “planning towards social 
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needs”. To turn this knowledge to a reality based on the right to the city, however, both a 
political and social force is needed to do this. For Lefebvre that force can only be the working 
class, those most excluded from the city’s centre and its positive aspects. That class has to take 
control of planning, to politicise it instead of rationalising it. For Lefebvre there cannot be a truly 
substantial transformation without taking up the right to the city to this extent, all other 
transformations would be superficial and “secondary discourses” (179). For the working class 
to achieve this, to “destroy the ideology of consumption” and “renew the meaning of productive 
and creative activity”, it needs to awake, it would need to get a sense for the oeuvre and for 
recreating the city. This requires a cultural revolution which would have to come from art and 
philosophy which contain this sense of the oeuvre. Finally it leads Lefebvre to ask himself 
whether this utopic revolution is possible or impossible, to which he concluded that it is a 
nearly impossible problem, but one with a very near solution, if people would only ask 
themselves the question (179-180). 
 
 
1.3 The resurgence of the right to the city  
 
1.3.1 Relevance 
Lefebvre’s later work on space saw adoption by Anglo-Saxon geographers in the nineties, which 
led Kofman and Lebas (1996: 43) to talk about an under appreciation of work on the right to the 
city. More recently, however, his book and concept of the right to the city has also seen quite the 
revival, and again mostly from geographers and some sociologists (Purcell, 2002; Harvey, 2008; 
Attoh, 2011; Costes, 2014; Marcuse, 2010; Kent, 2013 ―amongst others). While some say that 
Lefebvre’s right to the city was bound to a specific time and kind of city (Rubio, 2011), others 
praise his dialectic analysis for being open, non-deterministic, and applicable to cities around 
the world (Kofman & Lebas, 1996: 43; Kipfer, Saberi & Wieditz, 2012: 115), and for being even 
more potent under increasing neoliberal dominations of space (Pugalis & Giddings, 2011; 
Costes, 2014; Kipfer et al., 2012; Harvey, 2003). According to Soja the revival of the right to the 
city, and even the recent capacity to understand it well, is tightly bound to the spatial turn in 
thinking about justice, and likewise the incorporation of justice into geography (Soja, 2009). 
 
The recent revival of the concept of the right to the city seems to have led to some confusion and 
mixed feelings amongst authors. Costes (2014) opines that the adaptation of the right to the city 
to many national and local context has led to it losing some of Lefebvre’s original meaning. In 
using the right to explain or aid many varying causes the revolutionary strength of Lefebvre’s 
ideal to create a completely different society within an ethical city, may have disappeared. On 
the other hand Costes also praises the renewed interest in the right to the city as a recognition 
of the effects of neoliberalism on issues of space and equality and indeed as a counterforce to 
this process (Costes, 2014). Mitchell and Haynen (2009: 616) come to a similar conclusion, that 
while the right to the city has no one clear definition, and thus can be applied to or used by a 
great variety of groups, this can also be seen as a good thing, as it allows for “solidarity across 
political struggles”. That Lefebvre is highly applicable to a neoliberal context is not strange 
given his critique of technocratic planning for the sake of efficiency and exchange value. What 
could be a description of a neo-liberal society can even be found in the Right to the city: 
 
“Sometimes the State, sometimes private enterprise, sometimes both (rivals in competition, but 
often associates) tend to commandeer the functions, duties, and prerogatives of urban society. In 
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certain capitalist countries, does ‘private’ enterprise leave to the State, to institutions, and ‘public’ 
bodies any other thing than what it refuses to assume because it is too costly?” (Lefebvre, 
1996[1967]: 129). 
 
Purcell (2002) states that the right to the city does offer “real promise” in providing a civilian 
check against the powers of capital and exclusion in the neo-liberal city. However, he also states 
that the effects of a system based on the not fully developed right to the city are hard to 
estimate, and create important questions such as one regarding the limits of citizenship (of a 
city) and its relation to national citizenship. As Purcell recognises however, this would have to 
be discovered through a gradual bottom-up development of the right to the city. Purcell is 
perhaps even more critical when stating the weakness of Lefebvre’s framing of the right to the 
city as one that should be exclusively led by the working class. This either excludes a lot of 
citizens, or, as Lefebvre seems to imply, qualifies nearly all citizens as working class, a concept 
that is losing its unifying strength A weakness which risks confining the right to a challenge of 
the capitalist city, and not the racist, sexist, or polluting city (Purcell, 2002: 105-106). Expanding 
on the idea of the citizen as the base of the right to the city, however, can lead to the inclusion of 
many people, causes and ideologies (Marcuse, 2010: 190; Purcell, 2002: 106). 
 
 
1.3.2 A matryoshka of rights 
So while the right to the city faces some problems in its direct application of Lefebvre’s wish for 
a radically different society, it is more relevant than ever in a context of expanding urbanisation 
under neo-liberalism, and can be made to fit this modern setting with little modifications. 
However, a lot of recent discussion has also been about the conception of the right ‘as a right’, 
and how it compares to other rights. 
 
In the context of modern societies based on human rights and rule of law principles, we tend to 
view rights as a given, we often see them as “fixed, universal, and abstract” (Staeheli, Mitchell & 
Gibson, 2002: 201). Rights can also be seen as something to be fought for, a product of 
continuous struggle, but then it is often still with the goal of fixing and ingraining a right, one 
which then can be demanded (Attoh, 2011: 670). The right to the city, however, is a very active 
right, as Harvey’s description shows: “the right to remake ourselves by creating a qualitatively 
different kind of urban sociality is one of the most precious of all human rights” (Harvey, 2003: 
23). Like rights such as that of free speech and organisation, the right to the city is a positive 
right that requires creativity from the citizens who use it. Establishing the right as a legal claim 
is only a small part of the endeavour (Marcuse, 2010). As Kogman & Lebas said: “[W]e should 
not forget that for Lefebvre rights are not simply derived from the politico-State level but are 
also anchored in civil society” (1996: 41). 
 
The right to create a different, inclusive and liveable city, requires the formulations and 
appropriations of these different uses of space by civil society; citizens taking control of urban 
planning (Lefebvre, 1996[1967]: 173). It can be exercised through exercising many rights, like 
the right to transparency, information and participation, the right to public space, to access the 
city, to manifestation, to housing and to re-envisioning public space (Marcuse, 2010: 192-193). 
Attoh concludes that while this openness makes the right very useful for connecting struggles, it 
also makes it very different from other rights, whose strength lies in their clear definition and 
understanding (2011: 670). The right to the city is then the right for a whole, for the totality of 
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the city, and can encompass the whole of these other mentioned rights. It is based on a moral 
claim and envisions a different urbanity (Marcuse, 2010: 193). It also follows that the right to 
the city can produce friction and conflicts, for example between the democratic majority and the 
claim of the right for a minority (Attoh, 2011: 677). Exercised in a democratic setting the right 
to the city requires a lot of convincing. So social movements ―that according to Harvey should 
unite around the right to the city and demand “greater democratic control” over the surpluses 
and spaces created in the city― have to convince both each other and outsiders. Another author, 
Kent, used precisely the right to the city to show how different groups can come into conflict 
around their views on the use to public space and their rights to it, concerning the construction 
of cycleways in New York (2013). As Lefebvre teaches that technocratic planning for efficiency 
tries to convince citizens that space has a “singular static character“, it is to be expected that 
―when this singular character of space is questioned, and citizens and social movements create 
new ideas for the use-value of space― these ideas may also conflict (Pugalis & Giddings, 2011: 
281). 
 
Purcell (2002), finally, makes an interesting contribution to the concept right of the city, by 
dividing it into two main rights that were mentioned by Lefebvre: the rights of appropriation 
and participation (Lefebvre, 1996[1967]: 129). The right of participation implies that citizens 
should have a more central role in all decisions that affect the creation and transformation of 
the space of their city. The right of appropriation, then, involves the right of citizens to access 
public space, to occupy it and use it; to create different use values (Purcell, 2002: 102-103). 
However, the precise manner in which more democratic ways of citizen participation and of 
appropriating the city’s space should work are not sketched out. As it was mentioned before, 
these rights would have to be build up from the bottom: constructed, proposed, tried, debated 
and advocated by citizens and social movements; challenging the boundaries of democracy. 
 
 
1.4 The right to the city and social movements 
 
1.4.1 The relation of social movements to the right of the city 
Lefebvre’s ideas on the right to the city were actually put to use no more than a year after their 
publication, in the movement of ’68 in France. Lefebvre himself has admitted that his ideas on 
the re-appropriation of space led students that he had taught to the occupation of universities, 
which in part initiated the nation-wide civil protests in France of May 1968 (Harvey, 2008: 1; 
Kofman & Lebas, 1996: 18). 
 
As social movements are in essence citizens organising to a common purpose it is not surprising 
that the idea of citizens re-creating their city has lent itself to the analysis of urban social 
movements. According to Uitermark, Nicholls and Loopmans, cities lend themselves to the 
emergence of social movements; their diversity and density breed both creativity and conflict 
over space and inclusion (2012: 2547). Quite some initiatives and movements have emerged 
around the right to the city itself in the United-States, Western-Europe and Latin America, also 
creating alliances amongst themselves. Large, international NGO’s have also started to adopt the 
concept, as UNESCO, UN-Habitat, and the International Alliance for Inhabitants adopted it 
together with several smaller organisations at the World Urban Forum of 2004. These large 
movements or organisations, however, tend to transcribe the right to the city into a framework 
of human rights, such as clean water and housing. This can be seen as having positive effects, 
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but also contains the danger of limiting the conception of the right (Uitermark et al., 2012; 
Stickells, 2011; Costes, 2014). 
 
The adoption of the right to the city by these movements and, perhaps for a lesser part, these 
NGO’s, contributes to a worldwide perception of a more humane and democratic city. 
Meanwhile, though, there are also a great many movements which do not necessarily proclaim 
the right to the city as such, but do mobilise against the neo-liberal organising of the city or in 
favour of greater participation or a more use-value based view of public space. Attoh (2011) and 
Uitermark et al. (2012) warn for the danger of academics imposing the cry for a right to the city 
on movements who do not necessarily use this terminology or heed the call. So while care has to 
be taken not to impose or presume the right to the city on groups, it can be useful to analyse to 
what degree movements use the ideals of use value, participation, and appropriation to voice 
and achieve their goals, as well as how these ideals could provide linkages between movements. 
 
 
1.4.2 New Social movements & cultural politics 
As mentioned before, Lefebvre’s description of the working class as those that have to exercise 
the right to the city can be seen as a weakness when applied to modern society (Purcell, 2002: 
105-106). In the view of new social movement theorists, the Marxist tendency to reduce the 
social to class relationships and the party model marginalises all other forms of protest. New 
social movement theory is an alternative, which looks at politics, culture, ideology and identities 
as the basis for movements and social action (Buechler, 1995: 442; Melucci, 1980: 199). Melucci 
explained this by stating, and greatly echoing Lefebvre, that technocracy and capitalism are 
intruding more and more upon the territory of everyday life, “upon the individual’s possibility 
of disposing of his time, his space, and his relationships’. In combination with the, seemingly 
contradictory, homogenisation and individualisation of mass society this had led to the blurring 
of the public and private spheres. In this way, areas such as sexuality, identity, ideology, birth, 
death, space, and environment become areas of contention for the demands of inclusion of 
marginalised forms (Melucci, 1980: 219-220). That in itself can be seen as a move against the 
dominant rationality. A very important aspect of what are then called New Social Movements is 
that they are not focused per se on gaining political power, but on establishing autonomy 
against the controlling systems (Buechler, 1995: 446; Melucci, 1980: 220). 
 
These claims have created a debate about whether or not this makes new social movements 
apolitical (Buechler, 1995). Álvarez, Dagnino and Escobar (1998) argue that these movements 
are important, just because they distance themselves from traditional politics. For them social 
movements in Latin-America “have taken on the social responsibilities” that neo-liberalism left 
behind (ibid.: 1).They explain that political culture in nearly all Latin-American countries has 
remained weak because of corruption and exclusion. This has led citizens to organise in 
movements and try to redefine important concepts such as rights, ethics, and equality. 
 
Environmental and identity movements are examples of groups that have successfully claimed 
rights within society, instead of just from the state. They have created counter-spaces and 
counter-publics. The authors’ argument is that within these counter-spaces new interests and 
identities can take shape, which can lead to change in both society and politics, because those 
are narrowly dependent on each other. Politics cannot hide from society’s discussions and 
changes. So in this view not only the success of movement demands with the government is 
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important, but also movement’s success in transforming dominant discourses and the 
exclusionary practices in the case of Latin American democracy. Under these authors, political 
culture as a concept is expanded from beliefs about the narrow political arena to incorporate 
broader cultural patterns and practices, such as those that foster inequality and obstruct 
meaningful democratic citizenship. The authors warn that this should not lead to a solely 
positive view of movements, because they also reflect society’s problems of exclusion and 
power abuse. However, it does make movements important. This importance lies in the 
interconnectedness of society. The concept of a ‘social movement web’ can offer insight into 
these connections, which include relations between social movements, but also of movement 
actors with many people within government, institutions, and society (Álvarez et al., 1998). 
 
 
 1.4.3 Mobilising a city: an ecology of social movements 
Many recent authors on the right of the city have stressed its potential to unite social 
movements under its rallying cry and its ideal of an integrated city based on use value (Mitchell 
& Haynen, 2009; Boer & de Vries, 2009; López, 2012; Harvey, 2008). In the case of urban 
transportation and car-based sprawl, many social movements can exist that through the shared 
ideas present in the concept of the right to the city could find a base for mutual understanding, 
discussion and cooperation, which strengthens their demand of a right to the city; creating the 
potential for more change. 
 
As different movement address different issues and use multiple tactics to achieve their goals, 
they also appeal to different parts of society. To map this aspect of social movements Sagaris 
(2013) provides a simple, but useful distinction between single and multiple issue organisation 
on one hand and between single and multiple tactics organisation on the other, this makes it 
possible to create a simple scheme. 
 
 
Table 1: Sagaris’ model for Social Movement ecologies 
 
 Single issue Multiple issue 
Single tactics 1-3 tactics - 1 key issue 1-3 tactics - >1 key issues 
Many tactics  >3 tactics - 1 key issue >3 tactics - >1 key issues 
SOURCE: adapted from Sagaris (2013). 
 
 
In this view organisations can benefit from each other’s presence, by increasing the possibilities 
for cooperation on related and converging issues as well as increasing the people’s participation 
in movements. It follows that of the ‘single issue-single tactics’ organisations many are needed 
in a healthy ecology, accompanied by a good amount of ‘multiple issue ―many tactics’ and 
‘single issue― many tactics’ organisations and a limited number of the more encompassing 
organisations that combine both multiple issues and multiple tactics. These last three groups 
can play an important role in combining supporters and social capital in different ways and for 
various causes. A rich ecology of social movements is more successful in attracting social capital 
from different parts of society (Sagaris, 2013). 
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This model can be combined in an interesting way with Putnam’s (2003) ideas on bridging and 
bonding social capital. The first type of organisations (single issue – single tactics) will rely 
mostly on bonding social capital, a connection between people who are in many ways 
demographically alike. The other three types of organisations can then, through their variety in 
tactics or issues, attract people who are less alike and provide bridging capital, both within that 
organisation and in forging connections with other organisations (Sagaris, 2013). A rich ecology 
of varied movements therefore, is useful both for appealing to a large and varied part of the 
population, as for creating more diverse ideas and strategies. The concept of the right to the city 
can help in this context. Firstly, it could inspire people to organise around the ideal of a more 
democratic and inclusive city. Secondly, it could help in motivating movements to rethink ways 
to use public space, and finally it can provide a broad ideal around which a large group of social 
movements can unite, and around which an ecology of movements for a more inclusive city, 
based on use ―value, can form. Such a city cannot emerge spontaneously, but would have to 
grow from the work of social movements themselves. 
 
 
1.5 Conclusion 
So while Lefebvre’s idea of a radical urban revolution seems, perhaps, further removed from 
reality than when it was written, a slightly different conception, based on its recent theoretical 
and practical revival, does not. The right to the city as a “renewed right to urban life” (Pugalis & 
Giddings, 2011: 279), in which citizens ―on the basis of various identities or ideals― try to 
appropriate space and participate in decision-making to create a better quality of life. A quality 
of life based on use-value, for these citizens themselves. With the possibility of this right uniting 
various groups, in cooperation and in discussion, for the goal of a more integral city ―against 
urbanisation under a purely rationalised, neo-liberal logic. 
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Chapter 2 
 
URBANISATION, TRANSPORT, AND SOCIAL MOVEMENTS IN 
THE CITY OF SANTIAGO 
 
 
 
2.1 Urbanisation in Santiago 
 
2.1.1 Built from above 
On February the 12th of 1541, Pedro de Valdivia founded the city of Santiago del Nuevo Extremo 
on the fertile lands along the Mapocho River. The city was designed to a Hispanic grid pattern by 
Pedro de Gamboa (Estellé, 2002: 97). Despite destructions by attacks from natives and various 
earthquakes, Santiago saw continuous growth during the Colonial period and was named the 
capital of the Republic after its independence. Chile’s geographical context played was 
important for its development. Its isolation was in important factor in its relatively late 
foundation and relatively early independence from the Spanish empire. Its geographical shape 
promoted overseas export over domestic trade, because of its long distances over land and 
proximity to the sea. These facts help explain both the growth of Valparaiso alongside Santiago 
in the 18th and 19th centuries, as well as Santiago’s relatively slow road to population primacy 
compared to Buenos Aires, a port that connected the Western world to a great part of Latin 
America (Acuña & Schuster, 2012: 10-12; Walter, 2005: 1). 
 
Like other Latin-American countries Chile went through a period of political instability after 
independence, which lasted about a decade. The one in Chile, however, was relatively short. The 
winners of this political struggle were the conservative landowners of the Central Valley. 
Remaining the dominant class, this group used a military and centralist organisation to maintain 
both peace and power. The further relaxation of economic restrictions and a favourable trade 
market led to a golden age in Valparaiso, as well as the further concentration of the population 
in Chile’s central zone (Acuña & Schuster, 2012: 32-33,36). This helps to explain how after 
independence, Santiago remained the home of the elite and the centre of Chile’s nation-building 
process of (Isla, 2012: 113). 
 
 
2.1.2 Growth from below 
Isla describes 19th Century Santiago as containing a patrician, a plebeian, and an emerging 
mesocratic city. In the patrician city, the elite took on a lifestyle based on an imitation of the 
European city and its upper class, investing in public and semi-public spaces such as parks, 
streets, clubs, businesses, and theatres, as well as private spaces like residences and private 
parties. The common people, meanwhile, lived life and socialised in public spaces (Isla, 2012: 
113-115). 
 
The plebeian city formed around the patrician centre in an unorganised way. Settlements 
appeared where travelling workers were attracted to the city, and where landowners 
speculated by renting land to the poor. This emerging city of the urban poor, combined with a 
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lack of planning, created dangers of contamination and hygiene. As Santiago grew faster and 
faster in the second half of the 19th century, the paternalistic attitude of the elite gave way to 
unease at the masses of uncultured and potentially dangerous new citizens. A solution was 
found in the creation of the comunas2 of Providencia and Nuñoa, which initiated the 
abandonment of the city centre by the Santiago elite to the cleaner air and isolation of these 
‘garden-city’ suburbs. 
 
On the other hand this ‘situation’ also led the intendente3 Vickuña Mackenna (1872–1875), to 
modernise the city in areas like electricity, transport infrastructure and sewage (ibid: 117–120). 
Between this dualism of the plebeian and the patrician city, there also began to appear a 
mesocratic city characterised on the one hand on an emerging middle class using new 
infrastructures of communication and electricity, and on the other hand on new forms of 
socialisation and important new forms of organisation, such as popular sports, worker 
movements, and the women suffrage movement (120–121). 
 
 
Table 2: Inhabitants of Santiago x 1000 
 
 
 
 
Source: First two dates, Acuña & Schuster (2012: 23); from 1800 onwards, Rector (2003: 9). 
 
 
2.1.3 Rapid growth: industrialisation and urbanisation 
With the start of the 20th century industrial development took on force in Chile, which in turn 
served as a catalyst for rapid urbanisation. In the 1930s, rural Chile stopped growing 
demographically, while urban areas grew faster than ever. The urban population grew from 
43% in 1930, to 61% in 1952, and 82% in 1982; high numbers for Latin America (Sepúlveda, 
2012). The 1900s show a rapid move towards urban primacy, as the population of Santiago 
grew a lot faster than that of the country; absorbing 35.7% of the country’s population by the 
end of the century (table 3). The demographical and physical expansion of the early 20th century 
passed far from in an orderly manner, with the growing number of immigrants causing a 
disorderly growth of the city in all directions (Izquierdo, 1990: 145). 
 
 
Table 3: Population and Surface growth of Greater Santiago 
 
 
Source: Sepúlveda (2012) [population]; Miranda (1997) [surface area] 
                                                          
2 In Chile, territory and jurisdiction of a district or municipality. 
3 In Chile, governor of a province. 
1690 1778 1800 1820 1865 1885 
10 25 40 50 115 250 
 1907 1920 1930 1940 1952 1960 1970 1982 1992 2002 
Population of 
Greater 
Santiago 
333 507 696 952 1,436 2,072 2,792 3,920 4,759 5,392 
% of Chile’s 
population 
10.3 13.6 14.7 17.1 24.2 28.1 31.4 34.6 35.7 35.7 
Surface area 
of Greater 
Santiago (km2) 
   110.2 153.5 211.7 318.4 420.8 492.7  
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Walter explains this fast expansion in terms of push and pull factors similar to other Latin 
American countries. Low wages and poor working conditions in a countryside still dominated 
by the landowning elite pushed people to seek their fortune in Santiago. Pull factors mainly 
concerned job opportunities, as the expanding government, public works, private construction, 
and industrialisation around Santiago provided both skilled and unskilled work (Walter, 2005: 
3). Likewise, the collapse of Chilean nitrate mining in the north and the opening of the Panama 
Canal (1914), that devastated Valparaíso, pushed many jobless towards Santiago (Gazmuri, 
2012: 144). Meanwhile the various infrastructures (Edwards, 2003), that started to permeate 
Chilean country in the form of railways, roads and communication, not only stimulated the 
economy, but also helped information on Santiago to reach the rest of the country and made it 
easier for people to travel or migrate to the capital (Walter, 2005: 4). 
 
 
2.1.4 Problematic growth: occupation and eradication 
This rapid, unplanned growth was not without its consequences. A lack of adequate housing 
combined with high food prices, low wages, and bad hygiene-related infrastructure led to 
abominable living conditions and a frequent outbreak of diseases (Walter, 2005: 18–20). 
Meanwhile, a lack of government regulation led to speculation with newly built, cheap 
unconnected neighbourhoods in the peripheries; to the occupation of land by the houseless; and 
to the renting of small rooms in houses abandoned by the upper class to the lower class in unfit 
conditions (Isla, 2012: 192). As a consequence, civil organisation and protest emerged 
surrounding the housing issue, which brought a new degree of politicisation of public space to 
the city of Santiago. A movement of people calling themselves pobladores4 materialised, which 
brought organisation, cohesion, and politics to land occupations. This way they were directly 
concerned with the appropriation of space and issues of inclusion, access and a right to the city. 
Their increasingly organised occupations were a different kind of bottom-up solution for the 
housing problem; creating common identity through a more political solution, instead of 
depending on charity or waiting for government action. On the one hand, the movement’s 
actions provoked outrage from the real estate sector, which led to many occasions of repression 
and destruction of the auto-constructed poblaciones, although neither private, nor public sector 
succeed in providing adequate housing. On the other hand, the movement did succeed in 
mobilising poor Chileans who were not workers, and putting the housing problem prominently 
on the societal and political agendas (Isla, 2012: 194–197). 
 
The arrival of military rule in 1973 had many consequences upon the space of Santiago. In a 
literal sense access to public space was restricted, public opinion and social organisation were 
limited and monitored, while at the same time, the private sector in the shape of the market was 
opened up (ibid: 292-294). The addressing of social demands made place for a neoliberal focus 
on production and macro-economics (Lechner, 1992: 238). But, as can be seen by looking at 
housing policy, this did not lead to complete government abstinence from social policy. The 
pobladores movement, after its brief acceptation by the previous government, was quickly 
stigmatised and repressed. Between 1979 and 1984 he ‘eradication policy’, based on decree-
law5 Nº 2.552 (1979), forcibly moved some 28.700 families ―about 4% of the entire province’s 
population― from the city centre to the peripheries. This served to greatly increase segregation 
and homogenise Santiago’s comunas, while also putting a lot of pressure on the already poor 
municipalities to which people were relocated (Labbé & Llévenes, 1986: 197, 200). 
                                                          
4 In Chile, inhabitants of a shanty town. 
5 In Chile, decree-law (decreto ley) was a legislative decree under de military dictatorship (1973-1990). 
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2.1.5 Complex growth: conurbation and gentrification 
Chile’s economy changed in the 80s and 90s from import-substitution based industrialisation to 
a neoliberal economy, but this did not lead to the decentralisation the governments of that time 
had talked about. Employment shifted away from industry towards the service sector, but the 
economic and demographical concentration of the population in Santiago did not decrease 
(Dockemdorff, Rodríguez & Winchester, 2000: 172-173). In fact, the physical expansion of 
Santiago speeded up considerably in the 90s. The city expanded “like an oil-stain” at an average 
rate of 1339 hectares a year, markedly faster than the previous decades (Ducci, 2002). 
 
An important reason for this increase can be found in limited regulation of the market sector in 
those two decades. The real estate sector invested heavily in cheap land at the city’s edges; 
making large profits by subdividing and constructing buildings of “varying quality” (Llado, 
2008: 44). Laws obliging Chilean pension funds to invest in construction and infrastructure 
aided this construction boom considerably (Trumper & Tomic, 2009: 171). According to Andrés 
Díaz6 the housing sector was aided by the banking and automobile industries in promoting the 
family ideal of taking up a loan to buy a house in the suburbs with a car to cross the highways 
that connected these neighbourhoods to the city. Despite rapid spatial growth, however, 
population growth had slowed down, shifting to the various satellite-cities of the metropolis (De 
Mattos, 2004: 58). 
 
Table 4: Surface growth rate of Santiago 
 
 
 
 
 
 
 
 
The economic and demographic power massed in Santiago by industrialisation had paved the 
way for conurbation; the city’s annexation of the region. The capital’s influence spread to 
formerly more independent comunas, such as San Bernardo, and more recently to nearby cities, 
such as Rancagua and Melipilla. The open economy and the liberalisation of urban planning 
aided the demographical and economic growth of areas around the city; with the loss of 
population in the city’s central areas as a result (Elena, 2002; Aguilar & Ward, 2003; De Mattos, 
2004; Portes & Roberts, 2005). 
 
Nevertheless, the last ten years demonstrate an emerging counter-pattern, as policies on 
national and local levels to promote centric growth and urban restructuring have started to 
show success. It has been estimated that from 2007 onwards private construction in the centre 
has overcome housing construction in the peripheries (Lopéz-Morales, Klet & Meza, 2014: 567). 
Nicolás Valenzuela, urban planner of the Providencia municipality, clarified: “The last years 
show a reversal of patterns, with well-off, young professionals moving back to centric comunas, 
paying higher prices to live close to public transport and trying to create a new quality of life in 
the centre”.7 Lopéz-Morales et al. (2014) investigated four central comunas, discovering that 
41% of home owners cannot afford relocating to the same municipality. Likewise, real estate 
utility in these areas has risen by an average of 104% from 2000 to 2012, while ex-owners 
                                                          
6 Interview with Andrés Díaz (2014). 
7 Interview with Nicolás Valenzuela (2014). 
1970-1982 853 hectares a year 
1982-1992 719 hectares a year 
1991-2000 1339 hectares a year 
 
Source: Ducci (2002). 
21 
 
hardly receive higher rents from selling to real estate companies. This indicates that 
gentrification is taking place, and that many middle to lower class families are forced to move to 
the peripheries (ibid: 582). Aquino and Gaínza (2014: 5882) state that the gentrification of 
some working class communas does bring benefits to them in the form of investments and 
public services, but that it has so far not led to social integration. According to Chilean architects 
and urbanists Germán Bannen and Fernando Castillo the continuing expansion of Santiago is 
one of Chile’s biggest problems, making gentrification another symptom of urban sprawl and its 
effects on distance and transportation (Mella, 2011). 
 
 
2.2 Transport and other social issues 
 
2.2.1 The development of urban transport 
Halfway through the 19th century the still walkable city of Santiago got its first form of public 
transport in the form of horse-drawn carts, aptly named carros de sangre. This early mode of 
transport was already criticised for its irrelevant timetables, lacking efficiency, dirty cars, and 
old horses. The electric street-car introduced in 1896 was hailed as a large improvement, but 
soon also became a source of criticism (Biblioteca Nacional, n.d.-b). Relations between 
Santiago’s people and government on one hand, and the foreign owned monopoly on the other, 
became conflictive and greatly influenced Chilean economic nationalism. Santiago’s 
municipality continuously voted against fare increases, while the public protested against bad 
service, employees protested pay and working conditions, and the company kept insisting the 
only way to meet those legitimate demands was a fare increase (Walter, 2005: 60-62, 116). 
 
Buses and metro would replace the problematic street-car, which was discontinued in 1959. 
Operated by individual bus-owners organised in guild-like associations, buses provided greater 
flexibility and lower costs ―but they, too, weren’t free from problems. The municipalities 
entered a constant struggle trying to bring order to the chaotic bus sector. Concerns were many: 
from routes, schedules, cleanliness, and vehicle size, to licensing; but regulating attempts 
repeatedly led to serious clashes with drivers and associations (Walter, 2005: 104). 
 
Road infrastructure was yet another concern. Although new corridors were constructed, and 
more roads were paved and widened, the numbers of competing buses, taxis, and cars increased 
so fast in the rapidly growing city that congestion became a constant problem (Biblioteca 
Nacional, n.d.-b). As Walter notes, road paving resolved many dust and mud related health-
problems for citizens, but also laid the foundations for the city’s infamous smog problems 
(2005: 63). By the sixties, buses had taken over public transport in Santiago, and increased 
further in number from 5,400 in 1960 to 11,500 in 1978. Construction on Santiago’s long 
planned metro system began in 1969. Opening a part of line 1 through the heart of the city in 
1975, the 5th line connecting the highest populated ―but poor― South was inaugurated in 1997 
(Biblioteca Nacional, n.d.-b).  
 
According to Figueroa (2013) Santiago’s government’s regulation of street-car and bus-
association fares undermined service quality and resulted in a spiral of worsening 
transportation crises. The government’s insistence on low prices despite growing costs caused 
service quality to go down, and late fare adjustments led to the gradual worsening of these 
transport systems. This in turn caused citizens to alternately protest the prices or the service 
quality of transportation, until the worsening situation forced the government to opt for 
substantive restructuring, followed by a continuation of the pattern (ibid: 88-89). Serious 
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deregulation during the Pinochet era, then resulted in a large increase in the number of buses, 
coverage and fare prices. But this happened at a cost, as competitors fixed prices; used old 
buses; came up with inventive, but dangerous, ways of competition; and ignored less profitable 
routes. Soon those practices of non-price based competition reached universality, creating great 
inefficiencies, excluding the poorest, as well as increasing negative externalities (90-91). The 
period from 1991 to 2007 saw a slow move back towards increased regulation, especially 
investing in infrastructure, incentivising the purchase of new buses, and a gradual move 
towards a concession system based on the height of fares and bus quality (Biblioteca Nacional, 
n.d.-b; Figueroa, 2013: 92). 
 
Despite these efforts, many inefficiencies in the bus system remained; a situation which was 
worsened by the increasing competition between the subway and bus services. But, in 2007 
TranSantiago was launched with the hope of changing all this. It was a major overhaul of 
transport policy; ending competition between bus and metro through fare integration and 
reorganising buses into larger companies. Despite the project’s good intentions, its 
implementation was far from successful; it would in fact grow to be a prime example of 
implementation failure: “The words ‘let us not repeat a TranSantiago’ have become common 
place in any discussion about Chilean policy”.8 
 
The government had failed to build the promised traffic corridors and drastically reduced the 
number of buses from 9000 to 5400, resulting in overcrowding at crucial locations new high-
capacity buses operating on unfit infrastructure. The low number of buses and the new BRT-
inspired system of feeder buses and central trunk services required travellers to make many 
connections, without them being well informed about the completely changed system. 
Furthermore, a lack of state communication and agreement with municipalities had prevented 
the construction of necessary infrastructure and bus-only lanes. But perhaps the most 
immediate problems lied with the contracts, as the first agreements with bus service providers 
did not in any way stimulate them to transport costumers or provide good service (Figueroa, 
2013:94). To top it off, the long-term failure of the bus GPS systems, made the promised 
centralised synchronisation of buses impossible This resulted in people not being picked up, 
buses not being spread out over time, and “very high user dissatisfaction” (Interview Díaz, 
2014). Improvements were made over the years, but prices also rose significantly from $380 
CLP in 2007 $580 CLP in 2012 ―despite the government providing unplanned subsidies to 
cover losses (Figueroa, 2013: 94). These factors explain how, despite bringing necessary 
restructuring and modernisations to the bus system, as well as popularising the metro, 
TranSantiago still significantly lowered government approval ratings (Muñoz & Gschwender, 
2008: 45). 
 
 
2.2.2 Cars and congestion 
As discussed in subchapter 2.1, cars and motorways went hand in hand with Santiago’s urban 
sprawl, especially during the neoliberal 80s. Although, excessive traffic congestion and 
accidents were already a problem for the city council in the 1910s, the 80s and 90s saw the 
culmination of the forces of urban sprawl, motorway construction, and the importance of the 
car as a status symbol that exacerbated these problems (Walter, 2005: 69,255). On one hand, 
motorways transformed the city by facilitating its expansion; on the other, it destroyed centre-
periphery neighbourhoods and facilitated the construction of large malls in the periphery and 
centre-periphery. Even after the investments in bus-infrastructure under the TranSantiago 
                                                          
8 Interview with Nicolás Valenzuela (2014). 
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project, more than double the amount of motorways had been built compared to bus-corridors. 
The preferential infrastructure built does show some success, however, as an investigation by 
the ministry of transport shows the average speed of buses during the morning (23km/h) to be 
faster than that of private vehicles (18,6km/h) in 2011 (Ministerio de Transportes, 2012). 
 
Despite the high investments in car-based infrastructure the problem of congestion has only 
increased because of the fast growth of private vehicle ownership (table 4) and the likewise 
increasing share of total trips being taken by car. The result being that the average duration of 
trips by car rose from 24 minutes in 2001 to 36 minutes in 2010, with the average speed having 
decreased from 25.9 km/h to 18.8 km/h (Steer Davies Gleave, 2009: 312-314). The desire to 
prepare the city for the increasing amount of cars, while also decreasing car use to alleviate 
congestion, remains a dilemma for Santiago’s governments. Andrés Díaz, urban planner for the 
metropolitan government, notes how in 2006 to 2007 five motorways were constructed in 
Santiago: 
 
“It was said that they would increase the use of the car, and they did in the end, but at the time it 
was necessary. This 2025 plan [(Ministerio de Transportes, 2012)] is meant to maintain the 
current travel times, while the amount of cars is said to double. So it does carry this contradiction 
that creating more capacity is also an invitation to use it.”9 
 
 
Table 5: Motorised vehicles in Greater Santiago 
 
 
 
 
 
Source: Instituto Nacional de Estadísticas, INE (2013). 
 
 
2.2.3 Inequity and segregation  
Transport is closely linked to segregation and inequality in Santiago. Phenomena like social 
housing in the peripheries, the upper class’s exodus to the east, and the eradication policy of the 
80s all played a very important role in creating the city’s spatial inequalities. Transport has 
become an ever more vital issue as distances have become larger, especially considering that 
most people work in the centric or eastern comunas. Unsurprisingly, car ownership in Santiago 
is also spatially segregated. Table 6 also demonstrates the room for further growth in car 
ownership and use in Santiago (Urete, 2009). The areas where the different classes live reflect 
these differences. The few rich, eastern communes of Santiago combine green areas with wide 
streets and motor vehicle infrastructure. In contrast, many poor communes consist of narrow 
alleys and unpaved roads. These factors make Santiago’s poorer inhabitants highly dependent 
on public transport; requiring an ever larger amount of their income, as prices have risen 
rapidly since the introduction of TranSantiago (Trumper & Tomic, 2009: 169-170). 
  
                                                          
9 Interview with Andrés Díaz (2014).  
Motorised vehicles 2003: 742,880 
Motorised vehicles 2013: 1,318,231 
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Table 6: Car ownership in Greater Santiago 
 
 Quintile I Quintile II Quintile III Quintile IV Quintile V 
1990 4% 7% 11% 22% 52% 
1998 8% 16% 27% 48% 89% 
2006 10% 18% 25% 44% 89% 
 
Source: Urete (2009). 
 
 
Travel times have also kept increasing. This strongly affects the lower classes who live in the 
peripheries but work in the centre and eastern parts of the city. “Many people have to make 
trips of more than one hour to work, equalling at least one month per year spent in a bus ― 
three months of working hours. This shows the huge room for improvement there is regarding 
quality of life and the use of human capital”.10 Andrés Díaz11 of the regional government 
confirms this:  
 
“It’s perhaps the city’s biggest problem. Trips can take as long as two hours, because places of 
interest are so far from where people live; that combined with traffic congestion. There are also 
many people travelling to Santiago from its rural Surroundings, where you often have expensive 
travel monopolies or even no public transport at all. This is obviously bad city planning: 
everything happens in the city centre, but Santiago just keeps expanding.” 
 
Transport keeps shaping Santiago’s segregation as new motorways divide the city; gated 
communities, malls, and some modern office buildings are accessible only by car and just to the 
poor for servant jobs (Trumper & Tomic, 2009: 177). Inversely, metro stations, and to a lesser 
extent bus infrastructure, shape the city by stimulating densification and gentrification. 
“Motorway concessions, metro, and bus stations dictate more and more where people want and 
can live, they remain very powerful planners because of the lack of central planning authority 
within government.”12 
 
 
2.2.4 Health and pollution 
Santiago’s air pollution problems are notorious. In part they are a result of the city’s location, 
with high mountains obstructing the air flow and producing thermic inversion in winter. The 
rapid modernisation and urbanisation the 20th century, however, added significantly to these 
problems. In the 1970s the term ‘urbanicide’ became a popular term to describe the congestion, 
noise- and air pollution that had taken Santiago in its grips as a consequence of rapid 
demographical and physical growth. While the military government did take measures to 
regulate and reduce the emissions of motorised vehicles it also deregulated urban planning and 
urban transport, leaving the growth of Santiago to the private markets. Having reached the 
highest historical levels of pollution, the nineties saw a more systematic treatment of the issue: 
the city was proclaimed a saturated zone for several contaminants, various laws were created, 
and in 1996 the Plan de prevención y descontaminación atmosférica was introduced (Biblioteca 
Nacional, n.d.-c). 
 
Research in Santiago has shown that the exposure to various kinds of particular matter, carbon 
monoxide, and O3 were significantly related to mortality as well as children respiratory 
                                                          
10 Interview with Alberto Texido (2014). 
11 Interview with Andrés Díaz (2014). 
12 Interview with Nicolás Valenzuela (2014). 
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problems (O’Ryan & Larraguibel, 2000: 161). In 2014, the Metropolitan Region was also 
declared a saturated zone for particulate fine matter, the most hazardous contaminant, and 
further measures were introduced to restrict vehicle circulation and industry emissions 
(Ministerio de Salud, 2015). According to CONAMA13 data from 2003, the transport sector was 
the largest contributor to PM10 and ozone contamination, and in 2010 the Ministry called 
transport “still the biggest cause of pollution in Santiago” (Ministerio de Medio Ambiente, 2010: 
491). The Plan TranSantiago, was meant to decrease public transport’s contribution to this 
problem, introducing cleaner buses, decreasing the bus fleet, and popularising the metro 
system. This seems to have had some success, despite initial disappointing results, possibly due 
to increased car use (Garett, 2014: 1556; Muñoz & Gschwender, 2008: 51). 
 
Romero et al. (2010) found that pollution also broadly follows the trends of spatial segregation. 
The city’s measuring instruments show that, on days of high pollution, the western parts of the 
city suffer significantly higher levels than the richer eastern parts; producing environmental 
inequality. An important reason for this is that air flows carry particles from the east to the 
west, while the higher temperatures and lack of green space in the west heighten problems. In a 
different research, Romero et al. (2012) recognise that Santiago suffers from significant unequal 
environmental distribution, with more affluent parts of the city having a lot more open green 
spaces than poorer parts. Elena (2002) further noted the nearly complete absence of green 
space in Santiago’s rapid ‘oil-stain’ growth of the 90s. Moreover, in the 2000s urban green space, 
agricultural land, and open spaces even saw an absolute decline (Romero et al., 2012; see figure 
2 in the annex). According to Lake Sagaris these changes have both important physical as 
psychological effects: 
 
“The focus on the car in a city where the majority of people can’t afford one (unless the car is 
their job) has led to a loss of public space. This is more subtle, but perhaps more damaging than 
the problem of long trips. Wide sidewalks which used to have trees or street gardens have 
become narrow and bare. Both aesthetically and socially this is a big change, and aesthetics do 
matter to public health. Not to mention the loss of public space and trees affecting the urban heat 
island.”14 
 
Another health problem that has grown to prominence in Santiago, and the rest of Chile, is 
obesity. Between 1960 and 2000 poverty reduction led to great achievements in combating 
malnutrition, which went down from 37% to 2.9% for Chilean children of six and under (Bambs 
et al., 2008). Obesity, however, has risen alarmingly to 23% for six year olds (Kain et al., 2014). 
Commenting on an OECD report, the Ministerio de Salud notes that obesity in Chile stabilised at 
around 25% in 2011, ranking 35th out of 40 countries (Ministerio de Salud, 2013). These 
numbers are often linked to those measuring sedentary lifestyle, which were very high in Chile 
at 89% in both 2003 and 2010 (Bambs et al., 2008; Ministerio de Salud, 2010). 
 
According to Rector, Santiago’s problems of long commutes, congested traffic and pollution have 
led to the city losing some of its pull on educated youth. The availability of fast air-travel, mobile 
phone- and internet connections, make it easier for young people to live in the more compact 
and cleaner cities of the provinces (Rector, 2003). However, the pull of the concentration of 
people, business, and culture remains immense (Acuña & Schuster, 2012: 6). 
 
 
                                                          
13 Comisión Nacional del Medio Ambiente (National Committee on the Environment). 
14 Interview with Lake Sagaris (2015). 
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2.3 The bicycle and social movements in Santiago 
 
2.3.1 A ‘new’ mode of transport 
For the many people remaining in Santiago the investments in car and bus infrastructure 
changed the city. These investments had facilitated the expansion of those systems, without 
considering all the effects on their users and others: “The citizen, in its essentially pedestrian 
condition, finds less and less space, security, and tranquillity in the city” (Dockemdorff et al., 
2000: 183). The Ministerio de Transportes (2012: 13) acknowledged this in their master plan 
for Santiago 2012-2025; citing walking and cycling as ‘vulnerable modes of transport’ and 
promising to protect them. Cycling has quickly gained ground in Santiago over the last years. 
Measurements of bicycle use differ greatly, but all show a definite rise. The origin-destination 
surveys taken in 2001 and 2012 by the Ministry of Transport show a doubling of bike trips, 
equalling a yearly rise of 6.8%, markedly higher than the 3% of private motor-vehicles, and the 
0.5% of public transport (Ministerio de Transportes, 2015). Another study led by the Ministerio 
del Medio Ambiente, measuring traffic flows on certain cycleways, showed yearly increases of 
20% between 2005 and 2012 (Plataforma Urbana, 2012). The sole big Chilean cycling brand, 
Oxford, also saw a steady rise in its bicycle sales of 20% a year between 2007 and 2012 
(Plataforma Urbana, 2013). Research from 2013 by the Centro de Investigación para la 
Sustentabilidad of the Andrés Bello University found that 6% of Chileans and 7% in Santiago 
used the bicycle as a means of transport. This is still below the goal of 15% bicycle use that the 
cities who signed the Charter of Brussels15 aim for, but it makes Santiago the most cycleable 
large city in Latin America and most of North America (Del Campo, 2013). 
 
The quite sudden rise of cycling as a means of transport has not been by the merit of 
investments in good infrastructure, however. According to both urban architect Alberto 
Texido16 and Andrés Díaz,17 architect for the municipal government, government investments 
have come late and ―until recently― were of bad quality. Instead, the increase of cyclists has 
been the result of the collapse of the public transport and road networks, as well as a growing 
appreciation of health and environmental issues, and the efforts of social movements ―the 
latter of which will be analysed in the following chapter. 
 
2.3.2 Infrastructure 
Santiago’s cycling infrastructure, has been constructed, largely, by municipalities with highly 
varying, but primarily poor, quality. 
 
“The municipalities naturally had a very local outlook and constructed cycleways that stopped at 
the limits of their territory. So our Plan maestro [de ciclovias 2012-2022] comes from a need for 
a wider, regional coordination, a need for an inter-municipal look, but which we created with 
input from the municipalities and societal organisations.” 
 
The cycleways built up to the last few years had many problems. Firstly “they were built where 
they didn’t take away space form cars, but instead taking up pedestrian space”.18 Secondly “they 
were built like tramlines, without worrying about connections, or how to access or leave the 
cycleway.” Thirdly, they often weren’t built for humans being too narrow, cross cut by trees, or 
suddenly continuing on the other side of the road. Finally, “too many bi-directional cycleways 
were built, creating dangerous situations at intersections with cars”. Furthermore, cycleways 
                                                          
15 Signed by many European cities and Tel Aviv http://www.ecf.com/about-us/manifesto/charter-of-brussels/  
16 Interview with Alberto Texido (2014) 
17 Interview with Andrés Díaz (2014). 
18 Interview with Claudio Olivares (2015). 
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have just been sparse, except for in the municipality of Providencia which has invested the most 
in cycling. Funds and equality are also an issue regarding infrastructure as only about five of 
Santiago’s municipalities have enough means to allocate it towards issues such as cycling 
infrastructure.19 As a result, nearly all cycleways were built in Santiago Centro and the rich 
eastern municipalities. According to both cycling advocates and experts, however, this also has 
its advantages as, on the one hand, these comunas enjoy the largest flows of people for work and 
other places of interest. On the other hand, they note that Chilean people are very likely to copy 
behaviour from its richer classes. So while the bicycle has traditionally been used primarily by 
poorer classes, and: “some two years ago was still used about four times more in the northern 
than in the eastern communes”, the growing popularity among young professionals is 
stimulating its popularity under the entire population.20 
 
The Plan maestro de transporte 2025 recognises the surge in popularity of the bicycle and 
praises its potential for curbing congestion problems and fitting into the government’s 
environmental objectives. To ameliorate the infrastructure problems the ministry plans 
quadruplicating the amount cycleways and improving their interconnection (Ministerio de 
Transportes, 2012: 57, 60). For the building of these 856km of cycleways the Ministry counts on 
the Plan maestro de ciclovias of the Regional Government (ibid: 122). The latter has created a 
fund to which municipalities can apply, provided that their plans fit within the goals of 
interconnecting cycleways and only if the designs abide by the new cycleway-standards. Those 
new standards have been developed at meetings of the Ministry of housing, the transport 
ministry, the regional government and social movements, and will be released in their final 
version this year. A similar collaboration resulted earlier in the release of a manual for bicycle 
parking infrastructure (Ministerio de Vivienda, 2013). Parking is recognised by the Transport 
Ministry as a great necessity, especially for connecting cycling to public transport (Ministerio de 
Transportes, 2012: 192). 
 
 
2.3.3 Safety and efficiency 
Aside from bad and lacking infrastructure, another, perhaps even larger problem, is traffic law. 
At a meeting with civil society, Rodrigo Henriquez of SECTRA21 stated, that: “the uncoordinated 
incorporation of the bicycle into Santiago’s streets mostly stems from the unclear and varying 
conceptions of the bicycle in traffic law and in the documents of different government 
agencies”.22 At this meeting, a proposal for changes to the traffic law was discussed and 
presented, which Henriquez hoped “would not only improve the regulation of the bicycle”, but 
also “create one clear chapter with definitions that all government agencies will use”. 
 
  
                                                          
19 Interview with Nicolás Valenzuela (2014). 
20 Interview with César Garrido (2014). 
21 Secretaría de Planificación de Transporte (Secretariat of transport planning). 
22 Rodrigo Henríquez, at the 4° Reunión Mesa Santiago Pedaleable, December 4th 2014, own translation. 
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Figure 1: Accidents involving the bicycle in Greater Santiago 2002-2011 
 
 
Blue = accidents; red= fatalities. Source: CONASET (2013). 
 
 
Despite the bad quality of the existing regulations and infrastructure for the bicycle as a mode of 
transport, the safety of cyclists seems to have improved a lot. From 2003 to 2005 and again 
from 2007 the absolute number of accidents and fatalities have decreased, while the number of 
cyclists has been increasing according to all available data (CONASET, 2013). This could be due 
to traffic users getting used to cyclists as they become more common. Still, in that same period 
from 2002 to 2011, accidents involving bicycles took up 10% of all accidents, with 10% of all 
fatalities also being cyclists (ibid.: 1). The average modal share of the bicycle would have been 
below the recently estimated 7% in that period. Additionally, research from 2009 done in 
Providencia and Nuñoa showed that the main reason for people not to use the bicycle was the 
fear of accidents (ibid.: 2). 
 
Santiago’s cyclists are also directly affected by pollution. Suárez et al. did research into the 
amount of hazardous pollution particles inhaled on an assigned route by users of different 
modes of transport in Santiago. They concluded that cyclists, while being non-polluting, were 
heavily exposed to pollutants compared to car users (who are the most polluting); bus 
passengers being the worst off (2014: 1316). 
 
On the other hand the bicycle is being praised by the Ministry of Transport for its benefits to 
health and its efficiency as a means of transport in Santiago (Ministerio de Transportes, 2012: 
121). In 2008 two social movements, Movimiento Furiosos Ciclistas and Vive la bici, introduced 
the ‘Medición de Eficiencia de Medios de Transportes’ to measure travel times using different 
modes of transport. The 8th instalment of this measurement was held in March of 2015, with the 
aid of four universities, the regional government’s intendente, and the sub-secretaries of the 
transport and the environment ministries. From eight starting points spread over the city, up to 
six modes were used to travel to Providencia, at eight in the morning. The bicycle achieved the 
fastest travel times, being beaten only once by the motorcycle (Martinez, 2015; Intendencia 
Metropolitana, 2015). Andrés Díaz confirmed that at the Regional Government “we now view 
the bicycle as the most efficient mode below distances of 10km”.23 
 
 
2.3.4 Social movements for the bicycle 
Social movements focusing on the bicycle have been an important part of Santiago’s surge in 
cycling and are very active in both their own projects and interacting with the government. The 
first movement for cycling as a means of transport was Movimiento Furiosos Ciclistas (MFC), 
which took shape during the nineties. This movement, which became well known for organizing 
                                                          
23 Interview with Andrés Díaz (2014). 
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monthly bicycle rides to demand recognition of the bicycle as a means of transport, will be 
analysed in the next chapter. As many cyclists came together for these monthly rides, many new 
ideas and initiatives were born there. In 2002 Arriba e’ la Chancha was formed by ride 
participants, who would closely cooperate with the MFC. They were a small group of 
professionals, who did many campaigns on promoting the bicycle and education, focusing on 
traditional working class users of the bicycle.24 Around that same time the first local movements 
started to emerge, like Red Prociclista de Maipú (Llado, 2007: 46). 
 
Around 2005 a ‘new’ wave of movements came into the cycling area, which were more detached 
from the Furiosos Ciclistas. First was the organisation Ciudad Viva which was born out of the 
successful NO a la Costanera anti-highway protest and various neighbourhood movements. Next 
to democratic participation, heritage, and recycling, they focused on cycling as sustainable 
transport (Sagaris, 2014). They supported the emergence and activities of the movements 
Bicicultura and Macleta. The first of which is famous for its yearly cultural festival of the same 
name and its digital map of cycling infrastructure. Macleta, meanwhile, came to existence 
because of a perceived lack of women using the bicycle. With aid form Ciudad Viva they started 
the Escuela bici mujer, where women are taught how to cycle in the city, and which has been 
held 17 times and has more than 500 ‘graduates’.25 Around the same time the company Geomas 
came to Santiago with its cicliorecreovia project. It slowly gained ground in more municipalities 
of Santiago, now closing streets in 17 comunas every Sunday for cyclists and other types of 
recreation by its citizens (Ciclorecreovia, 2015). Recently more and more movements emerged: 
Happy Ciclistas (focusing on creating a happier city through cycling), Pedaleaxlacalle (bringing 
cyclists off sidewalks), and Bicipaseos Patrimoniales (organizing free architectural and cultural 
bicycle tours for locals). 
 
In 2013 a special kind of movement came into existence, featuring people from various 
movements. Called #MueveteSTGO, it is in an attempt to create a collective that unites various 
movements for an “inclusive, friendly, green, and healthy city, promoting the bicycle, public 
transport, and walking”. In that same year they released a document of joint vision on mobility 
and urban culture featuring the MFC, Macleta, Pedaleaxlacalle, Recicleta, Bicipaseos 
Patrimoneales, Bicicultura, Happyclicstas, and various local movements (MueveteSTGO, 2013). 
One year later they presented a document to the Regional Government providing revised and 
more concrete recommendations, with suggestions for the planned new traffic law, at the fourth 
roundtable meeting organised by the Transport Ministry.26 
 
  
                                                          
24 Interview with Claudio Olivares (2015). 
25 Interview with Ivana Sicre (2015). 
26 4° Reunión Mesa Santiago Pedaleable, December 4th 2014. 
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Chapter 3 
 
DEMANDING A RIGHT TO THE CITY: THE MOVEMENT 
‘MOVIMIENTO FURIOSOS CICLISTAS’ IN SANTIAGO, CHILE 
 
 
 
3.1 History, activities, and objectives 
In the first part of this chapter the origins and history of Santiago’s first social movement for 
cycling as a means of transport, Movimiento Furiosos Ciclistas, will be analysed using the concept 
of the right to the city. For this analysis, semi-structured interviews with several movement 
organisers27 (César Garrido, Ricardo Jerez and Sergio Giacaman) and an old participant (Claudio 
Olivares) will be used. Attention will be paid to see if the origins of the movement can be 
interpreted as a reaction to the problems of the urban as described by Lefebvre, and to see if its 
activities can be explained as ways to exercise the right to the city by using the right of 
participation and the right of appropriation. 
 
 
3.1.1 Roots 
The roots of the Movimiento Furiosos Ciclistas (MFC) lie in the year of 1994 with a group of 
young to middle-aged men in Santiago who wrote letters to newspapers as a form of literary 
critique of Chilean society. This group used several made-up persona for their letters, one of 
which was the furioso ciclista (the furious cyclist). This group was described by César Garrido as 
having an anarchist ideology with goals not directly related to the bicycle.28 That year, however, 
a group of students, including César Garrido, who were attracted by the name of the fictive 
cyclist sought contact with the group, and ended up joining them. Occasionally this group would 
organise bicycle ride protests; cycling down from the upper class eastern districts (comunas) 
where most of the members lived, to Plaza Italia in the city centre. This way the group took on 
the name Movimiento Furiosos Ciclistas. According to Garrido, however, they did not have very 
clear objectives. This changed in 1997, when, in search of a clear aim, a majority of the 
movement decided that they wanted to focus on promoting the use of the bicycle. Several 
original members were not that interested in the bicycle, which led to a conflict and them 
deciding to leave the group. 
 
“So in 1997 we started to reunite and discuss the reasons for us being together, and wanting to 
promote the use of the bicycle. It turned out we were 20 people and had 40 different reasons. 
Some of us were ecologists, anarchists, sport-cyclists, some were concerned with health, others 
with mobility. The only thing we had in common then was the bicycle. So at that point […] we 
decided that our motivation did not matter, but that we did have to start tackling those different 
themes to reach various publics in promoting the bicycle.”29 
 
While the movement’s underlying ideology may not have been completely clear, those involved 
did have one common reason to promote the bicycle, namely that cycling was an excluded 
                                                          
27 As will be explained, the movement does not officially have leaders nor a hierarchical organisation. 
28 Interview with César Garrido (2015). 
29 Ibid. 
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option in Santiago. Claudio Olivares, who became involved with the movement in 1998, 
describes that: “in those days it was very strange to be cycling. People were completely 
surprised at how I managed to cycle 5 km to university, they thought it was strange and very 
dangerous, which it was, more than now”.30 Garrido said that he and the others of the 
Movimiento Furiosos Ciclistas acted because they felt cyclists were: “marginalised and 
discriminated against […] we talked about a feeling of inferiority”. Given Santiago’s cultural and 
politico-technical focus on the motor vehicle, this was not surprising. 
 
Lefebvre saw a rapid physical expansion driven by speculation, putting a huge toll on 
infrastructure, as a great danger of neo-liberal urbanisation (1996[1967]). Such a process was 
at its peak in Santiago in the 90s. The infrastructural solution, up and into the 2000s, came 
primarily in the form of motorways, cars and a 60 km/h speed limit. The tendency to favour 
technical and rational planning that would accompany the expansion of cities, as Lefebvre 
claimed, was wholly embraced in neo-liberal Chile, and especially in the city of Santiago. This 
led to planning for a rapid flow of goods and people, with wide streets, motorways, and fast 
vehicles. Investing in motor-vehicles was the most attractive solution, as it paid for itself 
through concessions and toll roads. However, Lefebvre’s concern that everyday needs would 
lose their importance when facing a growing concern for wealth and technical rationality, came 
true. The technocratic planning of the city put pressure on the sociability and liveability of the 
city, showing in Santiago’s air quality problems, in the growing distances under urban sprawl, 
and in public space being increasingly dedicated to traffic at the expanse of pedestrian space. As 
seen in the previous chapter this car-based development also excluded the many poor who 
could not make use of a motor vehicle. As a result situations became gradually worse in Santiago 
for those whose daily needs consisted of walking and cycling, out of necessity or out of 
preference. 
 
This was what the early members of the Movimiento Furiosos Ciclistas experienced as it was not 
only deemed “dangerous” to cycle, but also “strange, if you could afford anything else.”31 The 
sense of inferiority went beyond the personal level as “it was weird or even shameful to have a 
cyclist in the family.”32 As a means of transport the bicycle was looked down upon, being 
nothing more than a necessity for the poor. This is exemplified by a famous TV-commercial from 
the 80s from the Banco de Santiago. In the commercial a man in a suit is ridiculed by everyone 
on the street for taking his girlfriend out on a bicycle. The sentence ‘¡Cómprate un auto, 
Perico!’,33 yelled at the cyclist, became a part of Chilean popular culture (Sagaris, 2013: 16). 
 
 
3.1.2 Cicletada 
The desire to be included within the city of Santiago, as cyclists, was what drove the MFC to 
decide to focus on promoting the bicycle and make their protest ride into a monthly activity. 
These bicycle rides down from the upper class district of Las Condes to (square) Plaza Italia 
came to be held every first Tuesday of each month, and took on the name of cicletada (bike 
ride). From the start, the rides were intended as a rallying call for cyclists to claim their place in 
                                                          
30 Interview with Claudio Olivares (2014). 
31 Interview with Claudio Olivares (2014). 
32 Interview with César Garrido (2015). 
33 ‘Get yourself a car, Perico!’. The commercial can be found on YouTube: https://www.youtube.com/watch?v=flVb5LehWHk  
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the city, show their potential and demonstrate the dominance of cars in Santiago.34 However, for 
the first couple years the monthly cicletadas were sometimes violent in nature and did not 
attract many people. The first increase in participants came in the year 1998, when, to involve 
more people, the MFC encouraged new participants to create rides from other sectors in the city 
to Plaza Italia, where they would meet. With the additional starting points the number of 
participants grew from between 10 and 30 to around 100 monthly participants. However, more 
aggressive elements remained a part of the cicletadas: “With the first rides, when cars hit us, we 
started to chase them and break or steal the mirrors of the cars. We did plenty of stupidities of 
that kind, back then.” Garrido claims that the remarks of a mother, who had joined two 
cicletadas in 1999, were a turning point. “She told us: ‘you know what, I came to the last ride and 
I had a really great time, but this behaviour tonight scared me, and I don’t want to come again’, 
which really got us thinking, as we wanted to create a rallying call for all cyclists.” Thus in an 
assembly of that year, those present decided to purposefully change the atmosphere of the rides 
to “be able to include older people and children, who are the most vulnerable regarding 
mobility.”35 At the same time the starting point of the rides were changed to Plaza Italia making 
sure all groups started from the same place and rode in one mass of cyclists. In the same year of 
1999 the movement gained publicity by organising a special cicletada for the Teletón, a massive 
yearly charity fundraising event that is televised (Cartagena, 2005: 29). The media attention and 
new direction taken with the protest rides led to a second rise in participants, growing in about 
two years from about a hundred to about five hundred monthly participants. As for Lefebvre the 
right to the city is having a city that is constantly created by all its citizens “as an oeuvre” 
including different types of citizens into such an attempt can be seen as a necessity (Lefebvre, 
1996[1967]: 173). 
 
It is not hard to see the MFC’s bicycle protest rides as a demand for a right to the city. Lefebvre 
himself identified the right both as “a cry and a demand” (ibid.: 158). César Garrido, Ricardo 
Jerez, Claudio Olivares and Sergio Giacaman all described the cicletada as a rallying cry: as a 
convocatoria (invitation) or a llamamiento (appeal) for cyclist and later also for people using 
other human propulsion based vehicles. As the number of participants had grown past a 
hundred, the cicletadas started to successfully block traffic. The growth in the number of cyclists 
allowed them to stay in one group that forced motorised vehicles to wait at crossings for all 
participants to pass. In this way the cicletada is an attempt to temporarily turn the hierarchy of 
transport and public space upside down. Motorised vehicles, which normally take up centre 
space in Santiago, are temporarily pushed to the margins by cyclists who claim centre stage for 
a moment, showing the possibilities of the bicycle and demanding their place in the city. 
Looking at the distinction that Purcell (2002) makes between Lefebvre’s description of the right 
as a right to participation and a right of appropriation, the cicletada rides are a prime example 
of the latter. Using the rides, cyclists show their numbers and appropriate the streets for cycling 
as a neglected form of urban transport, showing different possible uses for the city’s public 
space. The right to the city, for Lefebvre, is re-emphasising use-value (Lefebvre, 1996[1967]: 
179), and that is what the MFC both demonstrates and demands by riding through the city: a 
different way of using public space, and using transport in a way “that is in more direct contact 
with the city, non-polluting, and more space-efficient”.36 
 
                                                          
34 Interview with Ricardo Jerez (2015). 
35 Interviews with César Garrido (2015), Ricardo Jerez (2015), Claudio Olivares (2014), and Sergio Giacaman (2015). 
36 Interview with César Garrido (2015). 
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The cicletadas are not, however, a unique phenomenon in the world. Known in many countries 
as Critical Mass,37 this form of protest is said to have been born in San Francisco in 1992. Built 
on a history of anti-freeway protests in San Francisco, Critical Mass was a massive cyclist ride, 
blocking traffic, to celebrate cycling as urban transportation and protests against the bad 
conditions for cyclists on the streets. Initial repression, including many arrests, led to a lot of 
media attention and eventual success in affecting San Francisco policy in the long run 
(Morhayim, 2012). Thanks to the media attention and the large role that online communication 
played amongst participants, Critical Mass spread quickly to other cities in the United States, 
and from there to various cities around the world. Chile’s MFC members estimate the Santiago 
cicletadas to have become the second largest of the world in terms of participants, only 
superseded by that of Budapest, which is a yearly event that gathered around 20.000 
participants by 2005 (Udvarhelyi, 2010). Surprisingly, Garrido claims that the early members of 
the MFC were not aware of doing something very similar to Critical Mass until the year 2000. 
 
Despite adapting to the particularities of each city and having no central coordination there are 
similarities that many critical masses, including the cicletadas, share, such as online 
communication, and a decentralised organisation (Blickstein & Hanson, 2001: 352). At Critical 
Mass rides, Cyclists use their numbers to temporarily take control of the streets, creating a 
counter-space on the streets by showing their vision for public space; most rides also feature 
artistic elements with decorated people, bikes, and music (use-value, contrast); additionally, 
while the emphasis is on promoting the bicycle, people can have any reason to join (to be 
discussed in 3.2); and most rides have no official leaders and are considered an ‘organised 
coincidence’ (Udvarhelyi, 2010; Morhayim, 2012). Concerning this last point the cicletadas are 
an exception as it has the MFC behind it as an organising movement, which, despite not having 
formal leaders (see 3.2), does organise other activities to aid the Santiago cyclists’ demand of a 
right to the city (Cartagena, 2005: 29). 
 
 
3.1.3 Other activities 
When the MFC organised a cicletada for the national charity event they also held bicycle repair 
workshops to collect charity donations. From then on, free repair workshops, where cyclists 
learn how to fix their own bikes, became another monthly activity. In 2003 the MFC created the 
Unidad de Primeros Auxilios del MFC,38 a group of licensed paramedics on bicycles, now known 
as the Unidad Ciclista de Primeros Auxilios, who still accompany every cicletada and many 
external public events (UCPA, 2015). A large part of the Movimiento Furiosos Ciclistas’ additional 
activities are focused on a variety of educational projects and workshops. 
 
“We give public talks, presentations, and courses at places like schools, universities, festivals, and 
community centres. Every month we have at least one activity of this kind. Cycling and behaviour 
in traffic are important educational topics, but we also give talks on activism, […] talking about 
how communities can organise themselves with or against the relevant authorities.”39 
 
Furthermore, on every last Friday of the month, the MFC hands out free breakfasts to cyclist at a 
different spot in the city each time; by way of motivating want to motivate cyclists, fostering 
                                                          
37 The name was adopted from a documentary of Ted White, Return of the scorcher, in which the term is used to describe Chinese cyclists 
waiting at infrastructures to build up a critical mass that can safely cross. 
38 Unit of first aid cyclists of the MFC. 
39 Interview with Sergio Giacaman (2015). 
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interaction, and answering questions. Finally, the movement organises events where they teach 
children or also adults how to cycle; they have special days where they teach people 
comfortable routes to cycle to their work by going with them; and they have a long time 
member: Manuel, better known online as Tío Ruta Cleta40 who, asides from making educational 
blogs and videos for urban cyclists, creates personalised cycling routes on request, for anyone 
who sends him a departure and destination point.41 
 
These activities may not directly fit into the framework of the right of appropriation or the right 
of participation, but they can be seen as supporting the right of appropriation through 
empowering cyclists. On the one hand, teaching people to cycle and encouraging people to do so 
makes sure more people start using public space in this way and that the importance of cyclists 
grows. On the other hand, creating positive examples of cyclists (like the first aid team) and 
educating cyclists to avoid known problems in Santiago (like cycling on sidewalks and not using 
lights) also contributes to the improvement of cycling’s public image, which can be assumed to 
aid the integration of cyclists with both citizens and governments. Looking at the theory of 
cultural politics (Álvarez et al., 1998) all of these activities can be said to work to change the 
cultural conceptions of cycling as a symbol of poverty and add value to it by drawing attention 
to cycling as a solution to problems of health and urban transport, by helping the numbers of 
cyclist increase, and through trying to make Santiago’s cyclists optimal participants in traffic. 
Seemingly frivolous events, like the monthly bicycle breakfast, emphasise the values of a 
positive public space and connectedness of citizens that the MFC promotes. They are example of 
producing public space with use-value in contrast to the regular image of streets as merely a 
means of throughput for goods and people. Lefebvre lamented the dispersion taking place in the 
modern city, despite its growing density and improving means of communication. The right to 
the city was a mission to combat this, which is what the MFC tries to do with such activities “to 
help people see the city as a more friendly and humane place”.42 
 
Álvarez et al. (1998) state that these kind of cultural changes eventually are reflected in 
government attitude and policy. This can be seen in the increasingly positive attitude that the 
Ministry of Transport, the Ministry of Environment, the regional government, and several 
municipalities of Santiago show towards the bicycle. While the attitude of the MFC towards 
government has been more confrontational in its first years, this changed from around the year 
2000.43 The rising numbers behind the cicletada and occasional connections within government 
institutions have allowed the MFC to advise on projects such as cycle lanes (ciclovías) and 
municipal bicycle parking. As the attention of government for cycling has increased so has the 
involvement of movements, although Andrés Díaz explains these relations keep changing: “the 
amount of cooperation with movements like the MFC has depended a lot on which particular 
people are in power in various parts of government and how they feel about cycling and 
participation.”44 For example, the Movimiento Furiosos Ciclistas has recently started a project 
with BikeSantiago ―a system of state-of-the-art (third generation) public rental bikes 
introduced by the regional government― to start joined educational campaigns to stimulate the 
bicycles’ proper use.45 In return, BikeSantiago has started to extend the ‘no-extra-cost time’ of 
                                                          
40 Uncle of Bicycle Routes https: //www.facebook.com/ruta.cleta  
41 Interview with César Garrido (2015). 
42 Own translation from the front-page of the website of the movement http: //www.furiosos.cl  
43 Interview with César Garrido (2015). 
44 Interview with Andrés Díaz (2014). 
45 Interview with Sergio Giacaman (2015). 
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their public bicycles by two hours at the time of the cicletadas, since May 2015 (Movimiento 
Furiosos Ciclistas, 2015). Some projects have also been started in cooperation with other 
movements, central, and regional government, which will be discussed in subchapter 3.3. 
 
Through exercising the right of participation and taking their place in the city the Movimiento 
Furiosos Ciclistas turned regular spatial relationships upside down, and through persistence and 
growing numbers managed to open up the way to advise, negotiate and work with various 
levels of government, exercising the right of participation. The right of participation entails the 
right for citizens to participate in decisions that alter public space. For those supporting cycling 
important decisions are obviously those that concern cycling and transport. It is regarding these 
issues that the government is more and more inclined to work with social movements like the 
MFC, especially given the saturation of public transport, as it provides mutual benefits for 
government and movements alike. Another sign of success for the movement is that its demand 
of a right to the city and its organisation model have extended to other cities in Chile. Activists in 
other cities started independent but connected movements with the same name in thirteen 
Chilean cities like Valparaíso and Iquique.46 
 
Despite all these other projects and events the movement is still the most famous for organising 
the monthly cicletada. At a meeting with other Critical Mass representatives in Bogota in 2006, 
surprise was expressed at the good relations the MFC had with government. Although many 
countries have seen arrests of Critical Mass cyclists, the cicletada now gets a police escort and 
has been named heritage of the city by the regional government (in exchange for declaring the 
monthly route in advance) (Plataforma Urbana, 2014b). This acceptance by government has not 
reduced participation, as in some cities in the United States (Morhayim, 2012). The numbers of 
cicletada participants have continued to grow over the years to around 8.000 participants in the 
summer months of December 2014 and January 2015. 
 
 
3.2 Organisation, participants & and objectives 
 
This subchapter looks at the people behind the movement, namely at organisation and 
leadership within the MFC and at its participants. The intent is to investigate if the movement’s 
ideals reflect the views of its participants, if it is inclusive and to discover if the movement’s lack 
of official organisation is an advantage or an obstacle for the participants to apply their views on 
public space, for their views to be included in the recreation of the city as an ‘oeuvre’. The first 
part about organisation uses information from the two interviews held with current active 
members of the movement: César Garrido and Sergio Giacaman. For the second part data from a 
survey will be used, to give insight into the participants of the cicletada and their motivations. 
The third part will use both the survey and interviews to analyse and compare the objectives of 
participants and the movement leaders. This survey was held online and was distributed using 
200 papers containing a short link to the survey at the cicletada of January 6th 2015 and through 
being shared two times by the moderator of the movement’s Facebook page, once in January 
and once in February, it was taken offline on February 11th. This survey had 405 respondents, of 
whom 92 indicated never having participated in a cicletada. As this was considered the only 
reliable measure available to consider people as part of the movement it was decided to leave 
                                                          
46 Interview with Sergio Giacaman (2015). 
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those respondents out of the survey, leaving 313 respondents. The survey data can be found in 
the annex. 
 
 
3.2.1 Organisation 
Critical Mass events in many American and European cities are known for not having leaders 
and being organised merely by means of leaflets, word of mouth, and digital group 
communication. The largest Critical Mass, that of Budapest (amassing around 20.000 
participants since 2005), does have an organisation behind it that is elected on a yearly basis. 
This entity only concerns itself with the practical aspects of the ride, safety, messages used, and 
press relations. A different movement was created, however, to take over all lobbying and 
political activities. This was done to prevent the Critical Mass from being associated with 
compromise or selling out (Udvarhelyi, 2010: 29). The cicletadas of Santiago do not have such 
an arrangement, however, and are organised by a movement which does involve itself with 
other projects and lobbying. The Movimiento Furiosos Ciclistas does show some organisational 
similarities to many critical masses, in that the movement does not officially exist as an 
organisation and that it does not have any chosen or appointed leaders. Stemming from its early 
days, the movement does have a bi-weekly open assembly.47 At the assembly tasks are assigned 
and choices are made through agreement or by majority vote. Active members can be appointed 
spokesperson or treasurer for a years’ time, they are assigned duties for the cicletada, and any 
projects are dispensed to those willing and deemed qualified (by agreement or vote) to do them. 
 
This lack of hierarchy and organisation is tied to the idea that the movement should be open and 
inclusive, and that the cicletada does not belong to anybody.48 Lefebvre and more recent authors 
writing about the right to the city do speak about a right for all citizens against hierarchical and 
technical domination, a collective right for citizens to shape their city. The cicletada fulfils this 
role in providing an idea that lets cyclists use their power in numbers to temporarily occupy the 
city, to make a point and to try and change their home town. The MFC does, however, organise 
the practical aspects of the ride like communication with municipality and police, route 
planning, communication with participants, and they attempt to provide safety by physically 
accompanying and leading the mass. At the same time César Garrido claims that “we organise 
now, but they [the participants] don’t really need us, even if we decided to stop tomorrow, the 
people would go and the rides would continue.” In this sense the cicletadas are an open platform 
for cyclists to show themselves and exercise their right to the city. 
 
Nevertheless, the rides are not only organised by the MFC, but the movement has their name 
and logo tied to the cicletada, which it uses in its relations with organisations and government, 
as well as for other projects. In that sense it can be viewed as a problem that the movement has 
no official leaders, as decisions are taken democratically, at open assemblies, but these are 
rarely attended by more than thirty people, and no official rules or procedures exist. So 
decisions may be made and actions undertaken that, to a degree, carry the weight of the many 
participants of the cicletadas, without necessarily reflecting their views. An additional issue that 
arises from this lack of organisation is that it allows for the emergence of de facto leadership. In 
the three assemblies attended for this research it was clearly observable that the experienced, 
                                                          
47 Interview with César Garrido (2015). 
48 Interview with Sergio Giacaman (2015). 
37 
 
long-time members orchestrated most important decisions, and suggested the division of tasks. 
Representatives from other movements, which do have hierarchical organisation, also 
mentioned this as a weakness of the MFC. A problem could be that these people may come to 
represent the movement of the Movimiento Furiosos Ciclistas, instead of the people who 
participate in its activities or even the wider group of active members. As there are no 
(re)elections, de facto leaders can continue as long as they like, which could lead to a movement 
less flexible to external change, while problems between leaders and other organisations could 
also take on a long-term character (as will be further discussed in subchapter 3.3). In summary, 
the lack of official leadership and an effective democratic structure does allow cyclists to take 
control of the city in a way free of hierarchy and control, but it can also hamper the Movimiento 
Furiosos Ciclistas in being a movement that unites people to give them “greater democratic 
control” over the space of Santiago, which Harvey interprets as the ultimate goal of the right to 
the city (Harvey, 2008: 12-13). 
 
 
3.2.2 Participants 
While Lefebvre saw the right to the city as one that could only be carried forward by the 
working class, modern theorists of the right see this as a weakness in a modern context and feel 
the right should be available to the many identities that may lay claim to be a part of the city and 
increase its use-value (Purcell, 2002; Marcuse, 2010). This connects directly to New Social 
Movement Theory which sees issues of identity, everyday life, environment, and space as the 
basis for many current social movements (Melucci, 1980; Buechler, 1995). Cycling creates a 
sense of identity, especially in an environment and culture which is not welcoming to cyclists, as 
Santiago has been until recently. The cicletadas of the Movimiento Furiosos Ciclistas unites these 
citizens and allows them to cycle together, creating an even stronger ground for group identity. 
In this way the protest rides fostered a growing social movement based on the cyclist identity 
and uncommon goals concerning public space, health and environment. 
 
 
Table 7: General results cicletada participants survey 
 
General Results  
Respondents 313 
Gender male 67% female 33% 
Age  0-17 2% 18-25 23% 26-35 52% 36-45 16% 45> 8% 
Car ownership Yes 38% No 62% 
Principal mode 
of transport 
Public T. 
25%  
Car 9%  Walking 3% Bicycle 60% Other 3% 
 
 
The survey held for this research suggests that the social background of cicletada participants is 
indeed quite varied. Out of the 257 participants who replied to this question 62 reported 
relatively modest incomes (either theirs or their parents) of between $300.000 and $600.000 
Chilean pesos (between 420 and 840 euro), 15 reported incomes lower than $300.000, and 32 
reported relatively high incomes of more than $1.8 million pesos (€2.520). Likewise, people 
from nearly all municipalities of the city are present according to the survey. The absent 
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municipalities lie on the far edge on the city, except for San Joaquin. The mixed lower to upper 
middle class Santiago Centro municipality is by far the most represented, but this is also the 
commune from where the rides start. The upper-middle to upper class municipalities of 
Providencia, Nuñoa, and Las Condes are also more frequently represented, given their 
respective populations. These municipalities are also, however, the ones which have had the 
money and will to invest in cycling infrastructure.49 Despite this over-representation of middle 
to upper class communes, nearly half (120) of those who responded live in other, poorer 
communes, so it seems unfair to categorise the movement as pertaining to one social class. This 
supports what was said above, namely that the MFC is an example of a New Social Movement 
that is united across social classes by cycling together for a more inclusive city for cyclists. 
 
 
Table 8: Survey results - monthly income 
 
 Answer  
 
Response % 
1 € 0 – € 420   
 
15 6% 
2 € 420 – € 840   
 
62 24% 
3 € 840 – € 1060   
 
60 23% 
4 € 1060 – € 1480   
 
32 12% 
5 € 1480 – € 1900   
 
33 13% 
6 € 1900 – € 2320   
 
14 5% 
8 More than € 2320   
 
32 12% 
9 Does not know / respond   
 
9 4% 
 Total  257 100% 
 
 
The survey further indicates that the movement is male-dominated, but with 33% of the 
respondents being female, women are definitely not excluded. According to Sergio Giacaman, 
female participation has improved greatly over the last eight years, as women used to be a real 
minority within the movement.50 Representatives from emerging cyclist movements in Lima, 
Peru and Quito, Ecuador who visited the cicletada of December 2014, actually noted their 
surprise at the large numbers of women participating in the ride, as well as cycling daily 
through Santiago. Not surprising either are the results suggesting that young people make up 
the majority of the movement, with people aged 26 to 35 compromising 53% of the 
respondents. So while since the year 2000, the movement has tried to include all kinds of people 
in its cry for a more inclusive public space, the majority of those motivated to cycle ―and 
capable of doing so― are still young to middle-aged men. The numbers of women cyclists is said 
to be growing faster than that of men,51 but many women in Santiago are held back by a feeling 
of unsafety or bad experiences with sexual intimidation, or even assault, when cycling through 
the city streets.52-53 Seven women who in the survey indicated public transport or the car as 
their main means of transport, added an optional explanation indicating they did not feel safe 
cycling by themselves. The elderly are probably an even harder group to include within the 
cycling movement, for reasons of health and safety. Despite being the most vulnerable group 
regarding transport, they are involuntarily left out of the cry of the MFC and cyclists for a right 
                                                          
49 Interview with Nicolás Valenzuela (2014). 
50 Interview with Sergio Giacaman (2015). 
51 Interview with Andrés Díaz (2014). 
52 Personal communication with active members of the MFC (including women), after their assembly on 08/01/2015. 
53 One of the active female members of the MFC has written a blog on the subject: http: //www.furiosos.cl/2014/02/10/yo-ando-en-
bicicleta/  
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to the city, a right which has its basis in inclusion. But they are not altogether left out as 
respecting and improving walkability is an important part of negotiations of the MFC, as put by 
César Garrido: “pedestrians should always be a priority, as this is the essential nature of all us 
citizens.” Meanwhile lightening the load on the road- and public transport networks through 
increased cycling, is also important for the mobility of the elderly. Moreover, now that the 
conditions for cyclists and the government’s attention to the issue have improved, the 
integration of cycling and public transport, as well as improving public transport are becoming 
important issues for the MFC and similar social movements, moving towards a wider vision of 
an integrated, inclusive city.54 
 
For Lefebvre, a more inclusive, liveable city requires citizens to “destroy the ideology of 
consumption, and “renew the meaning of productive and creative activity” (Lefebvre, 1996 
[1967]: 179). In Santiago a substantial part of the growing cycling culture consists of people 
buying expensive bikes and colourful customised parts and decorations. On the one hand this 
shows a desire for creativity, but is not a rejection of consumer culture. As Nicolás Valenzuela 
described: “the surge in cycling is in part due to the increased involvement of young middle to 
upper class men and women, hipsters, who are moving back to the centre of the city, driving up 
prices and using expensive bicycles, but are also trying to create a greater quality of life there.”55 
Likewise, within the group of active members, cars are mostly criticised for the precious space 
they take up in the congested city and their contribution to pollution and global warming, rather 
than their identity as one of the most world’s most emblematic consumption goods (Sheller & 
Urry, 2000: 738). “While in the past we were radically anti-car, now most of us [active 
members] in the assembly, have a car, and our outlook on the issue has matured. It is about how 
and when you use your mode of transport, about considering its effect on others.” This would 
indicate that Lefebvre’s rejection of consumer society is not a central part of the MFC’s and 
cyclists’ vision on a better city, although responsible use is. 
 
 
3.2.3 Vision and objectives 
In the survey participants of the cicletada were asked to score how important various possible 
reasons for them to participate in those rides were to them (see Table 9). Repeated paired-
samples T tests show that reasons concerning solving problems of: the environment, pollution 
in Santiago, transport in Santiago, and cycling infrastructure in Santiago, were all significantly 
more important to participants than more selfish reasons concerning the experience of riding 
with so many people and being able to stop traffic. The ‘problem solving’ reasons all got average 
scores between 83 and 87 (on a scale of 0-100), while the ‘more selfish reasons’ got average 
scores around the 70 mark. The two highest scoring reasons were: ‘showing the benefits of the 
bicycle as a means of transport’ and ‘helping to improve the quality of life in Santiago’. Both had 
average scores of around 90 and, while showing no significant difference from each other, 
paired-samples T-tests indicate that these two options were valued significantly higher than the 
other reasons.56 
 
                                                          
54 Interview with Lake Sagaris (2015); interview with César Garrido (2015). 
55 Interview with Nicolás Valenzuela (2014). 
56 A paired T-test is used to compare means of pairs of observations from the same sample. See the annex for the results. 
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Table 9: Survey results - importance of reasons for participation 
 
0-100 ratings of the importance of possible reasons to participate in 
the cicletadas57 
Average 
Value 
Standard 
Deviation 
Demonstrate the benefits of the bicycle as a mode of transport 90.4 17.3 
Help to improve the quality of life in the city 90.2 18.1 
Demand attention for the lack of infrastructure for cyclists 87.2 22.0 
Aid in a solution for the problem of pollution in Santiago 86.4 21.0 
Aid in a solution for the problems of transport in Santiago 85.7 21.5 
Aid in a solution for environmental problems 83.5 23.6 
The experience of cycling with this large a group of people 71.2 25.9 
The opportunity to stop traffic 68.3 32.4 
Other reasons: 66.6 43.8 
 
 
This suggests that participant’s reasons for taking action with the MFC do not differ much from 
the goals of the ‘leaders’, or organising members, of the movement. Although in the early days 
the movement could not decide on its ultimate goals, with time most of the goals of the early 
organisers to promote the bicycle were moulded into one vision of a better city. That is: “a more 
inclusive city, less hostile, with less noise, more efficient transport, with happier and healthier 
citizens, and obviously less contaminated.”58 Like the participants want to show the benefits of 
the bicycle in practice, the website of the MFC’s main page59 lists the many benefits of cycling 
―seeing a friendlier city, being ecological, saving time and money, staying healthy, and 
efficiently using public space― that are directly linked to the vision of a better city. A difference 
may be found, however, in how the active members, and how the participants view the 
realisation of such a vision. When asked in the survey what the most necessary steps to improve 
conditions for cycling were, an overwhelming 65% more, better and interconnected bike lanes 
(see Table 10). The next choice, more education regarding traffic, got a mere 31%. Within the 
assembly, however, the focus has shifted away from cycle lanes as the necessary mean to the 
end of the mentioned goal. 
 
“While in the beginning we demanded cycle lanes, we have come to see this is just a local, 
temporary, and partial solution. We would like to see more restrictions on car use in the city, 
and education and sharing space, but most cyclists do want bike lanes. So what we do as the 
assembly is that we do pressure the government, when they built bike lanes, to build them 
smartly and well-designed. However, we still preach our belief that cycle lanes are not the 
solution.” A similar thing happened with the lawful obligation to wear helmets. The assembly 
thought it a very bad idea, but as “most of the 8.000 participants like the helmets”, they decided 
not to protest it, but only write an opinion against the obligation of helmets.60 
                                                          
57 The suggested reasons were based on by Udvarhelyi (2010) on the participation in the cicletada of December and conversations with 
movement insiders and participants. 
58 Interview with César Garrido (2015). 
59 http://www.furiosos.cl  
60 Interview with Sergio Giacaman (2015). 
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All in all, the motivation and ultimate goals of the assembly and the cicletada participants seem 
to agree with each other and also with the interpretations of the Right to the City as a right to 
create a city based on the use-value of public space, crafted by citizens to increase sociality 
(Harvey, 2003: 23). They also share a belief in the cicletada as a way to exercise their right to 
appropriation, as their way of demanding the right to the city (Purcell, 2002). But nonetheless, 
the differing views as to the best way of improving the city demonstrates that the lack of 
democracy within the movement can be problematic. While both Garrido and Giacaman say the 
assembly tries to be a channel for the opinion of Santiago’s cyclists and their 8.000 protestors, 
they also admit that this is difficult. The willingness to be such a channel also depends on who 
the de facto leaders are at a particular time. Even in the examples above, the assembly may not 
act directly against the will of the majority of their supporters, but in their publications and 
networking they do advise and negotiate a view that does not coincide with it. The Right to the 
City, meanwhile, assumes that citizens create and decide upon their own view for public space 
(Lefebvre, 1996[1967]: 173). 
 
 
Table 10: Survey results - the most necessary steps to improve the incorporation of the bicycle in Santiago 
 
Possible plans to improve the situation for cyclists in Santiago61 Response % 
More high quality cycleways that are better interconnected 172 65% 
More bicycle parking of good quality 31 12% 
Intermodality: safe parking at bus- and metro stations, and ways to 
take bicycles on busses and metro 
80 30% 
Change the traffic law 20 8% 
Calm traffic (reduce maximum speeds) 32 12% 
Discourage the use of the private motor vehicle in the city 54 20% 
Other solutions 10 4% 
A publicity campaign promoting respect between traffic participants 42 16% 
More road safety education in schools and universities 82 31% 
 
 
 
3.3 Santiago’s ecology of social movements and the right to the city 
 
This final part of the chapter looks at the bigger picture of all social movements regarding 
cycling that have come to exist in Santiago. In the first part some of the most important 
movements will be mapped using Sagaris’ straightforward model for movement ecologies. 
Together with Putnam’s concepts of social capital the model provides insight into how 
Santiago’s movements can complement each other. The second part then looks at the role of the 
MFC in this wider ecology of movement, as well as how the concept of the Right of the City can 
                                                          
61 The suggested plans were based on the most suggested plans at the visited seminars, cicletadas, conversations with cyclists, and 
interviews held in December.  
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play a role in uniting movements. For this analysis interviews with leaders of Ciudad Viva, 
Bicicultura, and Macleta are used, along with those with MFC ‘leaders’. 
 
 
3.3.1 Santiago’s ecology of Social movements 
Modern theorists of the Right to the City see in it a rallying call that can serve to unite people 
and movements across various issues and identities. Around the year 2000 movements started 
to emerge that mostly originated with participants and organisers of the MFC’s activities, other 
movements more removed from the MFC arose around the year 2005, while over the years, 
more and more municipal-level organisations were formed. 
 
The variety of movements in Santiago that relate to cycling issues can be mapped using the 
schematic of Lake Sagaris, presented in chapter one. This serves to categorise movements which 
have the bicycle as their one key issue, those who combine it with other issues, and also 
between movements who use few tactics and those who use many (see Table 11). In the first 
category of ‘single issue-few tactics’ we find focused movements like pedaleaxlacalle and 
happyciclistas, and Ciclistas con Alas, that focus on promoting cycling and cycling conditions as 
their main issue or objective. They use a few main tactics such as education and publicity 
(Pedaleaxlacalle, 2015; Happy Ciclistas, 2015; Ciclistas con alas, 2015). Next are ‘multiple issue-
few tactics’ groups like Macleta, Bicipaseos Patrimoneales, and Ciclorecreovia, which combine 
the goal of promoting and improving cycling with gender issues, cultural heritage, and street 
recreation respectively, as main issues. Many local movements could also be assigned this 
category as they combine cycling with their local identity and local issues. These movements 
focus on a few main tactics such as education and lobbying.62 ‘Single issue-many tactics 
movements’ then, have the improvement of cycling conditions as their one main goal, but use a 
variety of tactics to further this goal. In the case of Bicicultura this includes establishing cultural 
and artistic events, mapping cycle lanes, education, lobbying, and renting bicycle parking 
equipment. For the MFC its tactics emphasise education, the cicletada rides, lobbying, bicycle 
repair, and publicity. Lastly, Ciudad Viva is a good example of a social movement or organisation 
that treats cycling as one of its key issues, but also has other areas of work like neighbourhood 
heritage and recycling, they combine this with a variety of projects and tactics, like lobbying, 
education, extensive seminars with government and social movements, training government 
staff, and recycling and restoration projects. 
 
 
Table 11: Sagaris' model for Social Movement ecologies 
 
 Single issue Multiple issue 
 
Few tactics 
Pedaleaxlacalle, Happy ciclistas, 
Ciclistas con alas, arriba e’ la chancha 
Macleta, Ciclorecreovia, Bicipaseos 
Patrimoneales, most local movements 
Many tactics  Movimiento Furiosos Ciclistas, 
Bicicultura 
Ciudad Viva 
Source: Sagaris (2013). 
 
                                                          
62 Interview with Amarilis Horta (2015); interview with Ivana Sicre (2015). 
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The exact placement of movements within this model could be discussed. One could, for 
example, make a case for Bicicultura supporting cultural aims next to its cycling aims, but the 
point of the model is to highlight the subtle differences between movements and to paint a 
sketch of the ecology of movements in Santiago. This indication helps understand the variety 
that exists within these movement and to understand how these movements with slightly 
different goals and differing approaches can attract people with varying backgrounds and 
interests. Using Putnam’s (2000) ideas on social capital one could say that the first category of 
single-issue and few tactics attract mainly one group of people using bonding capital as it 
focuses all its attention on cycling and uses a few ways to do this. Multiple issue movements, 
then, can attract other people to the issue of cycling through combining it with issues like 
gender (Macleta) and culture (Bicipaseos with its architectural and cultural rides), so bridging 
capital helps to widen the ecology of social movements. Similarly, single issue and many tactic 
movements, to a lesser extent, can also attract more people than the first category through the 
variety of tactics they use that can reach and attract different citizens. Lastly, complex, larger 
organisations, such as Ciudad Viva in the case of Santiago, combine both issues and tactics to 
attract a variety of people, and for Ciudad Viva these tactics include bringing together citizens, 
social movements, and government officials. In this way many movements uniting around a 
vision for a better city, can attract more people, create more ideas, and possess more resources 
to achieve this goal. 
 
As this variety of tactics indicates, these movements target both cultural change, through 
education and promotion, as well as direct political change, through increasing networking, 
increased democratic participation and projects with government. But still, when asked for the 
biggest obstacle to a cycle-friendly Santiago all interviewed movement representatives stated 
that the cultural perception of the bicycle is still the biggest problem that Santiago’s movements 
are going up against.63 Many people still see the bicycle as nothing more than a poor man’s 
necessity or a children’s’ toy that makes the roads more dangerous. According to municipal 
planner Valenzuela, this cultural resistance to the bicycle is not limited to society alone. While 
more actors within government have come to embrace the bicycle as a means of transport, 
several institutions are still very resistant to this new trend. “There still exists an anti-cyclist 
bureaucracy centred in two organisms of government: the SERVIV who have to revise and 
approve all redesigns of streets, and UOCT, who are defending the politics and prominence of 
the cars through their control over intersections and traffic lights”.64 Region Government 
Planner Díaz adds that this resistance forms a great problem in combination with the lack of 
central urban planning in Santiago: 
 
“We desperately lack a great metropolitan authority. We have the ministry of housing which 
plans land use, we have the transport ministry which plans for transport, and then we have the 
ministry of public works which creates and manages concessions. So there we have three 
organisms which do not necessarily plan in a coordinated manner, and then you also have the 
Regional Government and the Municipalities, all trying to play a role. All of this means that the 
planning of the city of Santiago does not go in one same direction.”65 
 
 
                                                          
63 Interview with César Garrido (2015); interview with Lake Sagaris (2015); interview with Amarilis Horta (2015); interview with Ivana Sicre 
(2015). 
64 Interview with Nicolás Valenzuela (2014). 
65 Interview with Andrés Díaz (2014). 
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3.3.2 The MFC within the ecology 
By other movements the MFC is respected for being pioneers in Santiago, the movement that 
got the snowball of cycling as transport rolling.66 Its cicletadas and online forum were a ground 
for discussion and new ideas. However, as more removed movements joined the space for 
cycling advocacy, problems arose between the first movement and these new ones. Interviewed 
representatives of Ciudad Viva, Bicicultura,67 and Macleta68 talk about problems they have 
experienced with the MFC around the period of 2005-2007. All three claim that the Movimiento 
Furiosos Ciclistas saw these new movements as a threat to its position as the dominant social 
force of the cycling issue, and ―as all three of these movements were led by women― they also 
see Chilean macho culture playing a role in not being accepted by the, then male-dominated, 
MFC leaders. The problems got serious as Sagaris and Horta talk about people of the MFC using 
connections in government to thwart and boycott projects and ambitions of these new 
movements, while MFC leaders made, and still make, accusations towards Ciudad Viva and 
Bicicultura of unclear and improper use of outside funding those movements received.69 The 
atmosphere amongst members of civil society in Santiago became quite hostile, with (mostly 
online) arguments, slander, and name calling.70 Situations improved from 2007 onwards, but as 
some of those involved remained in the assembly of the Furiosos on the one hand and with the 
other movements on the other, the MFC, Bicicultura, and Ciudad Viva still do not cooperate. 
 
Modern theorists of the Right to the City stress its potential to unite movements around the cry 
for a more just city, based on citizens’ interpretation of public space (Mitchell & Haynen, 2009; 
Boer & de Vries, 2009; López, 2012; Harvey, 2008). In the case of transport and cycling in 
Santiago this potential seems obvious, as these movements share a very similar vision for a city. 
The model used above makes it more clear how these movements can be of help to each other in 
mobilising different parts of society and working at cultural and political change through 
different tactics and activities. Issues as the ones just discussed, however, limit such potential. 
As Andrés Díaz put it, “the lack of cooperation between the movements has always made it 
harder for willing government agencies to work with them.”71 It shows again how the lack of 
official organisation and a clear democratic mechanism possibly hurts the MFC in achieving its 
objectives, as these issues reflect problems relating to particular leaders and not of the 
movement’s supporters and participants. 
 
Still, with the emergence of #MueveteSTGO the city’s social movements are taking a step in the 
direction of uniting around their shared vision. One of the integrants of #MueveteSTGO is also 
active within the MFC’s assembly and #MueveteSTGO represented the Furiosos, as well as many 
other movements, at the 2015 World Bike Forum in Bogotá. Furthermore, the MFC has started 
to participate more in political networking with other movements and government. They 
created a manual for bicycle parking in cooperation with the Ministry of Housing & Urbanism, 
Happyciclistas, Arriba e’la chancha, and ―surprisingly― Bicicultura (Ministerio de Vivienda, 
2013); they further participate in the quarterly roundtable meeting Mesa Santiago Pedaleable 
organised by the Ministry of Transport; and the movement helped create the list 
                                                          
66 Interview with Andrés Díaz (2014); interview with Lake Sagaris (2015); interview with Amarilis Horta (2015). 
67 Interview with Amarilis Horta (2015). 
68 Interview with Ivana Sicre (2015). 
69 Interview with Ricardo Jerez (2015); interview with César Garrido (2015). 
70 Interview with Lake Sagaris (2014); interview with Claudio Olivares (2014). 
71 Interview with Andrés Díaz (2014). 
45 
 
recommendations handed to the same Ministry by #MueveteSTGO on behalf of many 
movements. 
 
Thus, as other movements have joined the field of cycling advocacy, this space has gotten more 
complex, and the role of the Movimiento Furiosos Ciclistas has had to change. It seems that it has 
been unwilling to give up its dominant position when new movements tried to work 
independently of it, but has since widened its view and accepted its role as one of the 
movements that can achieve more working together. But still, de facto leadership and personal 
feuds remain a threat to fruitful cooperation and a healthy ecology of social movements in 
Santiago. A more united network of social movements could bring together people attracted by 
various issues regarding a more inclusive and liveable space. It would also be better fit to help 
citizens in coordinating their right of participation, through demanding more inclusive 
practices, such as the Mesa Santiago Pedaleable, and coordinating citizen’s demands and 
pressure government. Finally, further cooperation could bring more people and more success to 
the many activities that these movements use to exercise the right of appropriation, the 
cicletada is a prominent example, but others are the cultural festival of Bicicultura, which 
demonstrates and promotes promoting cyclist culture, and the cycling school of Macleta, which 
aids citizens in taking part in public space. 
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CONCLUSION 
 
In order to answer the questions of the applicability of the right to the city to the Movimiento 
Furiosos Ciclistas (MFC), it has first of all been important to see if the situation of Santiago bears 
resemblance to the issues of urbanisation that Lefebvre described in his work on the right to the 
city. This has shown to be the case, as the rapid urbanisation of Santiago put a lot of pressure on 
the city. A liberal and technocratic planning of the city based on speculation and the exchange-
value of its space generated urban sprawl and dispersion (Lefebvre, 1996[1967]). The negative 
effects of urban sprawl that Angoti (1996) and Escudero (2006) warned against are clearly 
visible in Santiago, with large inequalities in green space, air quality, and in access to 
infrastructure between Santiago’s poorer, lower lain peripheries, and the richer ‘uptown’ 
comunas. In a city characterised by rapid 20th century urbanisation, neo-liberalism, high 
inequality, and spatial segregation; the bicycle used to be merely a tool for sports or a necessity 
for the poor. Transport infrastructure developed around the car with wide streets, high speed 
limits, and urban highways, where investments were easily earned back, despite a large 
majority of Santiago’s citizens not having access to a car (Urete, 2009). 
 
Within this environment, the decision of the MFC to promote cycling originated from both a 
rebellion against the logic favouring a throughput of cars instead of people, and a demand for 
the cultural acceptance of cyclists. The cyclists of the movement’s cicletadas temporarily occupy 
Santiago’s road, thereby demanding inclusion and the right to centrality that Lefebvre mentions. 
In doing this, they have stimulated the acceptance of a different use-value of the streets in 
Santiago. By changing the way these roads are used, they have turned usual relations of traffic 
upside down, temporarily putting motor vehicles in second place, while also showcasing a use 
that is in more direct contact with the city and less damaging to it. 
 
For both Lefebvre and the more recent authors on the right to the city, inclusion is the key 
element of the right. While the cicletadas at first only attracted a limited variety of people, the 
ride’s organisers attempted to include more parts of society into their demand when they 
decided to change aspects of the cicletada rides to make them safer and attract more women, 
older people, and children. The movement’s other activities are not so directly translated to the 
right of appropriation as the cicletada, but can be seen as supportive acts to this goal. Their 
varied projects aimed at educating and encouraging (potential) cyclists, serve to get more 
people to take on this manner of transport, thereby changing the way the city’s space is used on 
a daily basis. The right to the city entails citizens taking control of the way time and space are 
used and changing those ways in favour of the social needs of the city. Cycling does that by 
allowing for a more direct contact with the city, with citizens, and by combating problems of 
pollution, health, and the congestion of traffic and public transport ―which inhibits people’s 
control of their life rhythm’s. Aside from increasing cyclist numbers, the other activities of the 
MFC are also intended to make cyclists more social and safer participants in traffic. This serves, 
on one hand, to improve social relations in public space, and, on the other hand, to foster 
support for their demands. 
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Santiago’s case shows that, while the amount of cyclists has been growing, traffic accident and 
mortality rates for cyclists have lowered. Furthermore, the increased government attention for 
cycling stimulation and cycling infrastructure indicate that, besides transforming the use-value 
of public space by having more cyclists, their greater number has also lead to physical changes 
in the form of taking away car-space to create space for cycling and walking; with 
infrastructures such a fast growing network of cycle paths, bicycle parking, public bicycles, and 
low-speed zones. 
 
These findings indicate that the right to the city is a useful concept to give insight into the 
origins, development, and activities of the Movimiento Furiosos Ciclistas. They also suggest that 
the movement has become quite successful in demanding their right to the city, achieving a 
greater inclusion of cyclists as well as changes in public space. The theory of cultural politics 
helps explain this success by stressing the importance of social movements that target a cultural 
change instead of political power. The activities of the movement added value to the bicycle, 
which helped to transform its cultural perception from a poor man’s tool to a fashionable, 
modern solution to various urban problems. The theory predicts that, through the 
interconnectedness of opinions and actors within society and government, such a cultural 
change leaks through to also cause political change. So as more people from different parts of 
society started to cycle, more people would know a friend or a neighbour who cycled, and as 
more people started to talk positively about the bicycle’s perception this creates a snowball-
effect. Such results can be seen in the aforementioned changes with infrastructure, but also in 
the increased willingness of several government institutions to allow for democratic 
participation and cooperate with social movements. 
 
The first research question posed was: to what extent can the history, actions, and organisation 
of the MFC be explained with the concept of the right to the city. With the corresponding 
hypothesis being that: especially the Movimiento Furiosos Ciclistas’ temporary occupations 
through protest rides, as well as their goals for a more cyclo-inclusive city, fit into a demand of 
the right to the city being made for cyclists to be included in the city and improve its space. This 
part of the hypothesis can thus be confirmed. The right to the city helps to identify the urban 
issues stemming from neoliberal urbanisation. It also explains how, and why, a movement like 
the MFC reacts by occupying space to demonstrate uses that run counter to the established 
ones; by showcasing an alternative that is emphasised for its positive social consequences. And 
finally, the addition of the theory of cultural politics is useful in explaining how such reactions 
from a citizen movement can be effective in producing political as well as cultural change. 
 
The objectives of this research were not just to look at the movement’s history and successes, 
but also at its organisation and at the obstacles the MFC faces in making its demands. The 
largest external obstacle was found to still be the cultural perception of the bicycle. Many people 
still see the bicycle as poor man’s transportation, in contrast to the car, that for many people 
remains an important status symbol. This preference for the car over the bicycle is not limited 
to society, however, as several key parts of government are not inclined to take the bicycle into 
serious consideration. Nevertheless, the work of the MFC and other social movements is likely 
to continue improving the perception of the bicycle, and the theory of cultural politics also 
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indicates that with time, the increasing appreciation for the bicycle should spread further into 
the political arena. A remaining political problem, however, is the lack of unity in city planning 
that Santiago faces, with regional, municipal, and ministerial institutions all playing a role 
without sufficient central coordination. That a discussion has sprung up within society as well 
as government, however, demonstrates what made the MFC so important. Namely, that the 
movement helped to break through the barrier that held the bicycle in place as a dangerous, 
uncomfortable, and shabby form of transport; to reintroduce it as a modern, healthy, and 
sociable alternative, just at a time when Santiago’s transport was reaching a critical point of 
failure. 
 
The second question that was sought to be answered was: what are the successes and obstacles 
to the movement in making such a demand of a right to the city? The corresponding hypothesis 
being: that the movement has had success in increasing the popularity of cycling and the 
government attention to pro-cycling policy, while obstacles remain in the cultural perception of 
the bicycle. As mentioned, cycling has increased greatly in popularity and in numbers. Cultural 
politics theory provides a link from the appropriation of the city acted out through the MFC, to 
the cultural warming to the bicycle as form of transport, and the increased attention from 
various levels of government. Nevertheless, given the negative perception of the bicycle in 
Santiago, it is not surprising that it is still seen as a large obstacle to the achievement of the 
cyclo-inclusive city that is being advocated. So far the hypothesis can be confirmed, but besides 
the cultural, external obstacle, it needs to be added, however, that a big obstacle to the MFC 
realising a demand that is congruent was found to be the lack of organisation within the 
movement. Especially considering the right of participation this can be problematic, as the goal 
is to give citizens the greatest possible degree of control over their city. So, while the MFC does 
provide a platform where citizens can freely join in a mass ride, allowing cyclists to exercise the 
right of appropriation, at the same time the organisers use the movement’s name for further 
activities and lobbying, without necessarily reflecting a majority opinion. 
 
How the MFC’s deliberate lack of organisation can produce further issues can be seen in its 
relations with other organisations. Where the active assembly members don’t always agree with 
the general population of cyclists or cicletada participants, they also do not necessarily agree 
with each other. Different representatives of the MFC proclaiming differing opinions has, at 
times, made it hard for other organisations and government to work with them. That the 
organisational form of the Movimiento Furiosos Ciclistas has negatively influenced its relations 
with other movements is a significant problem seen from the view of recent theorists of the 
right to the city. Such authors have noted the importance of movements uniting to create a 
larger potential for success, as well as the potential of a shared goal of recreating a city to unite 
movements (Harvey, 2008; López, 2012). 
 
The ultimate research question was: how does the MFC’s attempt to demand a right to the city 
relate to those of other cycling related movements in Santiago? With the accompanying 
hypothesis being : the various social movements, through bringing together bonding and 
bridging social capital and by their similar demand for a right to the city, will show a high 
degree of cooperation to gain a greater degree of control over the space of their city. This 
hypothesis can be confirmed in the sense that, with the growing cultural appreciation of the 
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bicycle as a means of transport an increasing amount of social movements or organisations have 
sprung up, which through their varying areas of interests and various tactics involve a greater 
variety of Santiago’s in the demand of a right to the city. However, regarding the high degree of 
cooperation between movements the results are less positive. Only recently have Santiago’s 
movements started to cooperate in a more structural manner with #MueveteSTGO, which 
functions as a networking platform for urban-cycling organisations. Despite this being an 
improvement over the years before, when cooperation happened on a smaller scale and mostly 
on a temporary basis, the conflictive atmosphere of the past still makes it hard to involve all 
movements and foster trust in a common platform. 
 
Considering the position of the MFC as the city’s first urban cycling movement, with a 
substantial following in the thousands of monthly cicletadas participants, its role in these bad 
relations is problematic. As the problems between movements stem mainly from issues 
between movement leaders, a Movimiento Furiosos Ciclistas with more organised democratic 
control and elected leadership could be more adaptive to overcome such issues. From the 
perspective of the right to the city such a lack of cooperation is damaging, not only to the MFC’s 
success, but to all movements and citizens who want to create the strongest and most 
democratic demand for a more liveable city that includes cycling into its public space (López, 
2012; Mitchell & Haynen, 2009). To better understand the levels and potential of cooperation 
between these movements an interesting line of research would involve political and social 
movement network theory. 
 
The hypothesis proposed at the beginning of this work, can thus be partially confirmed, and has 
to be expended upon. Santiago has indeed seen a process of rapid urbanisation under 
neoliberalism that has resulted in the type of problems that Lefebvre warned for, namely: 
dispersion, inequality, and a subjection of public space and transport to exchange value over 
use-value. The Movimiento Furiosos Ciclistas introduced cycling as a partial solution to these 
problems, reflecting central elements of the right to the city, both in their motivation to include 
a more accessible form of transport in the city ―one that causes less external problems, and 
promotes a more connected and social use of public space― as well as in their activities that 
make use of the right to appropriation and, to a lesser extent, the right of participation. The 
movement has become gradually more successful in achieving its goals, as seen in the rapidly 
growing increase in cycling, the increase in government policy and projects, and the increased 
activity of cycling movements. Obstacles are indeed still found in the cultural view of the bicycle 
and appreciation of the car, in both society and government, but the organisation of the MFC 
itself is also an important internal obstacle to their potential of successfully demanding a right 
to the city. This results in limiting the potential they provide their followers to affect their city in 
their own way, but also in the movement’s relations with other movements. The presence and 
potential of the many movements for the bicycle have led government institutions to make use 
of this capital and has allowed for new forms of democratic participation, but the MFC does not 
optimally support this cause. Hereby they undermine their potential to apply the right of 
participation, because of their lack of a set democratic mechanism to channel their supporters’ 
opinions, as well as the remaining issues with de facto leaders of the MFC negatively affecting 
the trust and cooperation between pro-cycling movements. Whereas the right to the city can 
provide a common framework and goal for movements to connect around, it does not prescribe 
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a further method of how movements should cooperate. Likewise, the concept provides a critical 
approach to the modern city that helps understand citizen dissatisfaction and their attempts to 
appropriate and recreate the space of their city. The concept needs to be combined with other 
theories, however, to also give insight into how acts of appropriation have effect (like the theory 
of cultural politics), how the right of appropriation (democratic participation) is best achieved, 
and how cooperation of movements with a similar view for their city is best achieved. 
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ANNEX 
 
 
A. Tables and figures 
 
 
 
 
 
 
 
 
 
 
 
 
Source: Romero et al. (2012). 
 
 
 
 
B. List of interviewees 
All quotes from interviews have been translated by the author, except for those from the 
interview with Lake Sagaris, which was held in English.  
- Alberto Texido Zlatar, 27/11/2014. Over skype, 47 minutes: Assistant professor 
and researcher at the faculty of Architecture of the Universidad de Chile and editor of 
Plataforma Urbana (www.plataformaurbana.cl)  
- Nicolás Valenzuela Levi, 12/12/2014. Municipality of Providencia, 36 minutes: 
Architect specialised in Urban Development (Pontificia Universidad Católica de Chile) 
and head of the planning secretariat at the Providencia municipality. 
- Andrés Díaz Seguel, 17/12/2014. Office Gobierno Regional Metropolitano, 59 
minutes: Has a Transport Engineer degree from the Universidad Tecnológica 
Metropolitana Development and a degree in industrial civil engineering at the 
Universidad de Santiago, and is currently a transport planner at the Regional 
Government of the Metropolitan Region of Chile. 
- Claudio Olivares Medina, 19/12/2014. Café Inez, Santiago: 48 minutes: Has a 
master’s degree in Media and Visual design from the UTEM University in Santiago, was a 
frequent participant in the cicletada protest rides from 1999 to 2005 and is owner of 
Bicivilizate, a consultancy bureau for cycling and walking related policy. 
Figure 2: LU/C development within Santaigo's built up environment 
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- Cesár Garrido Sánchez, 23/12/2014. Bar Terremolinos, 61 minutes: has a degree in 
environmental engineering from the Universidad Tecnológica de Chile, is an active 
member and one of the spokesmen of the Movimiento Furiosos Ciclistas. 
- Lake Sagaris, 08/01/2015. Casa Ciudad Viva, Santiago, 62 minutes: Researcher at 
the Pontificia Universidad Católica de Chile, has a PhD in citizen participation and urban 
planning from the University of Toronto and is urban assessor at Ciudad Viva. 
- Amarils Horta, 21/01/201. Casa Bicicultura, Santiago, 55 minutes: Has a PHD in 
philosophy and literature from the university Eötvös Loránd in Hungary, and is founder 
and current treasurer of the non-profit organisation Bicicultura. 
- Ivana Sicre, 23/01/2015. Café Condi, Santiago: 38 minutes: Degree of transport and 
traffic engineer of the Universidad Nacional de Cuyo, is consultant at the firm Movilidad 
y Transporte, and is head of the financial & commercial team of civil organisation 
Macleta. 
- Ricardo Jerez Aura, 25/01/2015. Bar Popular, Santiago, 47 minutes: Was 
spokesporsen for the Movimiento Furiosos Ciclistas from 2002 to 2007, and is actually 
involved in #MueveteSTGO managing international relations. 
- Sergio Giacaman Illianes, over skype, 14/05/2015, 30 minutes: Is actively involved 
with the assembly of the Movimiento Furiosos Ciclistas and also one of the founders of 
#MueveteSTGO. 
 
 
 
 
C. List of events of participative observation 
- Seminar ‘Hacia un transporte Metropolitano justo', 25 & 26th of November 2014, 
Café Literario, Santiago: A two day seminar organised by Ciudad Viva, involving 
speakers and working groups with representatives from government, Transantiago, 
metro, social movements and two foreign experts from Canada and the Netherlands.  
- 4th meeting of ‘Santiago Pedaleable’, December 4th 2014, Oficina de la Intendencia, 
Santiago: An open meeting between the ministry of transport, the regional government 
and civil society to discuss issues regarding cycling, transport infrastructure and policy 
in Santiago. Social movements concerned with cycling are specifically invited. 
- The cicletada protest rides of December 2nd 2014 and January 6th 2015, starting at 
Plaza Italia in Santiago. 
- Three open assembly meetings of the Movimiento Furiosos Ciclistas, 3rd & 17th of 
December 2014 and 14th of January 2015, Centro Cultural Gabriela Mistral. 
 
 
 
 
D. Survey  
 
1. ¿Desde hace cuánto tiempo participa en las Cicletadas del primer martes del mes?  
Nunca he participado en las cicletadas  
Por 0-2 años  
Por 3-5 años  
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Por 6-8 años  
Por 9 años o más  
 
2. ¿Cuántas veces en el año participa en las Cicletadas del primer martes del mes?  
Nunca he participado en las Cicletadas  
He participado sólo una vez  
Participo menos de una vez por año  
Participo una vez por año  
Participo 2-5 veces por año  
Participo 6-12 veces por año 
 
3. Indique la medida en que las próximas razones son importantes para su 
participación en las cicletadas: 
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4. En su opinión que es lo más necesario en este momento para mejorar la 
incorporación de la bicicleta en el transporte urbano de Santiago? [elija como 
máximo dos opciones]  
 
Más ciclovías de alta calidad que sean 
mejor interconectados   
desincentivar el uso del vehículo privado 
motorizado en la ciudad  
 
Más estacionamientos de buena calidad   
Una campaña de publicidad promoviendo 
el respeto entre participantes del tránsito  
 
Intermodalidad: estacionamientos seguros 
en estaciones de bus y metro; y maneras 
de llevar la bici en bus o metro  
 Más educación vial en escuelas y colegios  
 Cambiar la ley de tránsito   Otro:  
 
Calmar el tránsito (reducir las velocidades 
máximas)  
    
5. ¿Posee bicicleta?  
Sí  
No  
6, ¿Posee automóvil?  
Sí  
No  
7. ¿Cuál es su modo de transporte principal?  
Transporte público (bus o metro)  
Taxi  
Automóvil  
Moto  
Caminata  
Bicicleta  
Otro vehículo de propulsión humana  
Otro:  
8. ¿Cuáles son sus principales razones para usar su modo de transporte principal? 
[Seleccione como máximo dos]  
 El costo   Su contribución a la salud   
El nivel de interacción que 
permite con la ciudad  
 Su eficiencia en tiempo   Su capacidad de llevar carga   Su flexibilidad  
 Su seguridad   El confort del viaje   otro:  
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La sostenibilidad de este 
medio de transporte  
        
9, ¿Qué piensa usted de la posición del ciclista en Santiago en los últimos diez 
años?  
Ha empeorado 
mucho  
Ha empeorado  
No ha cambiado 
mucho  
Ha mejorado  
Ha mejorado 
mucho  
     
10. ¿Piensa usted que el Movimiento Furiosos Ciclistas ha contribuido a la mejora 
de la posición del ciclista en Santiago?  
No ha contribuido  
Ha contribuido poco  
Ha contribuido bastante  
Ha contribuido muchísimo  
No sabe / No responde  
 
11. ¿Cuál de estos grupos contiene su edad?  
0 - 17 años  
18 - 25 años  
26 - 35 años  
36 - 45 años  
46 - 55 años  
56 - 65 años  
más de 65 años  
12. ¿En cuál comuna de Santiago está viviendo?  
 [ A drop down menu listing the38 comunas of Greater Santiago. ] 
 
13. ¿Cuál de estos rangos contiene su ingreso familiar? (Si sus padres le 
mantienen, estime su ingreso).  
$0 - $ 299.999 mensuales  
$300.000 - $ 599.999 mensuales  
$600.000 - $ 899.999 mensuales  
$900.000 - $1.199.999mensuales  
$1.200.000- $ 1.499.999 mensuales  
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$1.500.000- $1.799.999 mensuales  
$1.800.000 mensuales o más  
No sabé / no responde  
14. Indique su sexo  
Hombre  
Mujer  
Otro  
 
[End] 
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E. Statistical data 
 
Table 12: Statistical analysis of survey question 3 results 
Paired Samples Test – three pairs with the highest significance values 
 Paired Differences t df Sig. 
(2-
taile
d) 
Mean Std. 
Deviatio
n 
Std. 
Error 
Mean 
95% Confidence 
Interval of the 
Difference 
Lower Upper 
Pair 1 .17164 16.3496
6 
.99871 -1.79472 2.13800 .172 267 .864 
Pair 2 
 
2.6104
9 
22.4865
4 
1.37615 -.09905 5.32003 1.89
7 
266 .047 
Pair 3 
 
3.1343
3 
22.1223
3 
1.35134 .47370 5.79496 2.31
9 
267 .021 
Pair 1: Demonstrate the benefits of the bicycle as a mode of transport - Help to improve the quality of life in the city 
Pair 2: Help to improve the quality of life in the city – Demand attention for the lack of infrastructure for cyclists  
Pair 3: Demonstrate the benefits of the bicycle as a mode of transport – Help to improve the quality of life in the city 
 
Pairs with a significance value lower than 0.5 are seen as indicating a significant difference 
between the values scored by the two paired options.  
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